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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 





NOTICE TO SUBSCRIBERS 
Consequent on further paper rationing, new subscribers cannot 
be accepted until further notice. Any applications will be put on 
a waiting list which will be dealt with in rotation in replace- 
ment of subscribers who do not renew their subscriptions 





POSTING ‘“‘ THE RAILWAY GAZETTE” OVERSEAS 


We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RaILway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





REDUCTION IN SIZE OF PAGE 

To economise in paper our readers will observe a slight reduc- 
tion in the size of THE RatLway GAZETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 84 im. X 114 in. 
The type area of the page remains the same, namely, 7 in. xX 
10 in., but the surrounding margins have been reduced. This 
of course detracts from the appearance of the paper, but is one of 
the exigencies of the war 


TO CALLERS AND TELEPHONERS 


Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 








ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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N the House of Lords on May 13 the Minister of War Transport 
made two important pronouncements in reply to a motion 
by Lord Strabolgi. These were that he, Lord Leathers, was 
certain that to attempt to secure unification of ownership of the 
railways at this time would cause confusion and, far from 
furthering the war effort, would unquestionably hamper it. He 
declared that railway control as now administered secured the 
proper centralised operation of the rail transport system of the 
country as a whole, and that no other form of administration 
would achieve a greater degree of unity. He gave a number 
of illustrations showing that wherever lines of demarcation 
between the separate railway companies might have impeded full 
response to the war effort, they have been eliminated. Examples 
he gave included the taking over by the G.W.R. of the working 
of L.M.S.R. freight trains on a certain branch, thereby releasing 
two high-powered locomotives and their crews for work else- 
where and making it possible for an L.M.S.R. locomotive shed 
to be closed. Conversely, the G.W.R. shunting work at two 
junctions has been taken over by the L.M.S.R., with resultant 
savings in G.W.R. locomotives and in men. Engines of one 
railway in between turns of duty often work the services of 
another railway. On the subject of the rental paid to the rail- 
ways under the revised financial agreement, Lord Leathers 
admitted that the Government has every reason to be satisfied 
with the proceeds of the railways results. He could hardly say 
otherwise when, as is already known, the first year’s operation 
of the railways under the revised agreement resulted in a profit 
of nearly £22,000,000 to the Exchequer. 


State Purchase of Railways 


Lord Strabolgi had made the sweeping assertion that no 
member of the House could complain it would be robbery if the 
Exchequer could buy the railways at their present Stock 
Exchange valuation. If he intended to convey the suggestion, 
that the Exchequer should require the holders of railway stocks 
to sell their holdings forthwith at the present Stock Exchange 
prices, we suggest that such an action’would be nothing less 
than bare-faced robbery. The railway chairmen made it perfectly 
clear at the annual meetings that within the framework of the 
conditions laid down by the Government they had no option but 
to accept the annual payment of £43 millions but, in doing so, 
they expressly pointed out that the figure could not be taken as 
representing the present or potential earning capacity of the under- 
takings—a reservation which has been amply borne out in fact. 
The fixation of this payment strictly limited the earnings on the 
equity stocks and, indeed, involved L.N.E.R. stockholders not 
receiving any interest on some £78 millions of stock. The 
present-day Stock Exchange quotations obviously are related to 
these vitally important limitations of earning power, quite apart 
from the fact that such quotations fluctuate materially .for 
political and other reasons. In passing the Railways Act, 1921, 
Parliament fixed the standard revenues as being the reasonable 
level of income which, consonant with the public interest, the 
railways should be expected to earn and the whole machinery 
of the Act was designed to enable them to do so. The limita- 
tion by the Government of this right during a time of national 
emergency surely cannot justify the suggestion that the Govern- 
ment should now proceed to buy out the stocks at an artificially 
low level created by their own action! 





No Travel Rationing 


The second important point which Lord Leathers made con- 
cerned rationing of travel. He paid tribute to the public and 
Government departments for their assistance in cutting out 
unessential journeys, but he admitted that a stage had now been 
reached when more drastic action would be needed. Train ser- 
vices, and particularly long-distance services, would have to be 
reviewed again and carefully pruned before the winter. . He 
hoped that propaganda would induce the ordinary passenger to 
refrain from unnecessary journeys. He went on to say that it 
would probably be necessary to secure some reduction in travel 
by members of the Services. On the other hand a very exhaus- 
tive discussion of a rationing system for railway travel had 
shown that any innovation of this kind would involve a com- 
plicated organisation expensive in manpower, and it was improb- 
able that the saving in passenger journeys would justify the 
elaborate machinery which would be necessary. Lord Leathers 
also explained that as to passenger transport by rail, his depart- 
ment was guided by two main principles. The first was to main- 
tain the essential facilities for the movement of the Forces and of 
those whose journeys were directly concerned in war production, 
and the second was to curtail other services so as to conserve 
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manpower and engines, and to release train paths. In addition 
to the thousands of special trains that have been run‘in transport 
of the Services, about a thousand new trains daily have been 
introduced for the transport of workers alone. The debate is 
reported at page 600. 

ses a 


Mr. C. J. Selway 

The retirement of Mr. C. J. Selway from the Chairmanship of 
the R.E.C. Passenger Committee has brought to a close an 
active participation in railway affairs which has covered half a 
century. It was in 1892 that Mr. Selway joined the old Great 
Northern -Railway and over the intervening years he has 
amassed great experience in all matters affecting passenger traffic. 
Mr. Selway made rapid progress in his earlier days, and in 1910 
he became Assistant Superintendent of the Line on the reorgani- 
sation of the Traffic Department, when the offices of the General 
Superintendent, Chief Passenger Agent, and Running Superinten- 
dent were merged in that of the Superintendent of the Line. 
Four years later he was appointed Superintendent of the Line. 
During his long railway career he made arrangements for many 
royal train journeys and personally accompanied some three 
hundred of them. When in 1923 the amalgamation brought into 
being the L.N.E.R., and a new Passenger Department was 
created, Mr. Selway became Passenger Manager of the Southern 
Area. During the last war he was a member of the Railway 
Executive Superintendents’ Committee, from 1914 until the rail- 
ways were de-controlled in 1921. From 1938 until his recent 
retirement he had been Chairman of the Passenger Superinten- 
dents’ Committee of the R.E.C., a position he continued to hold 
after he had relinquished the Passenger Managership of the 
L.N.E.R. in 1940. That he may enjoy a long and happy retire- 
ment is the wish of the wide circle of friends he has made in his 
long and strenuous railway career. 


Taxation of Industry 

The Engineering Industries Association, in common with many 
other organisations, has always disliked the present method of 
Excess Profits Tax. It believes that a better system of taxation 
of industry is essential to efficient and economical operation and 
points out that in present circumstances there is no incentive to 
operate efficiently or economically, for it is known that all profits 
over a fixed maximum will go to the Government in taxes. The 
association has put forward a plan, under which all profits 
would be paid to the Inland Revenue after provision for expen- 
diture on war production, and a reasonable return on capital 
employed. Of the sum paid to the Inland Revenue, 30 per cent. 
to 50 per cent. would be treated as a ‘‘ reserve fund ’’ and the 
State would assumre definite and specific obligations to release 
these funds after the war to the companies concerned. The 
companies would allocate these reserves to such objects as post- 


waft plant, machinery, buildings, advertising, export develop- 
ment, and so forth. The proportion of the total ‘‘ reserve 
funds ’’ would be allocated in advance for the assistance of 


‘‘ concentrated industries’’ which must be helped to recover 
after the war. The association is convinced that arrangements 
of this kind would not only go far to solve post-war problems, 
but would also help war production now. 


The Phillimore Railway Collection Again 


From information kindly supplied to us by Mr. M. 
Sinelnikoff of Orion Booksellers Limited, the purchaser of the 
Phillimore Railway Collection, it now appears that there is no 
immediate possibility of this well-known collection being broken 
up. As the sale was effected privately, and not at auction, 
the name of the purchaser was not immediately revealed, but 
he now informs us of the intention of his company to sell the 
collection in its entirety without taking out a single item (not 
even excepting duplicates). In fact, Mr. Sinelnikoff emphasises 
that this was the reason for the purchase, as he felt that “‘a 
collection of such importance and richness should not be allowed 
to be broken up. One of the items is the typewritten catalogue 
compiled by Mr. Phillimore consisting of more than 2,000 pages 
and constituting a miniature history of certain aspects of British 
railways. We understand that, but for the prevailing shortage 
of paper and labour, Orion Booksellers Limited would consider 
issuing this as a separate publication with numerous reproduc- 
tions of items from the collection, but this is an impossible task 
in present circumstances. The disposal of the collection to the 
United States would seem to be by no means a remote possi- 
bility, as Mr. Sinelnikoff has told us of his intention to find a 
purchaser across the Atlantic (which in normal circumstances 
should not prove difficult) if a buyer who is willing to take the 
whole collection should not be forthcoming in this country. 
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Brunel’s 7-ft. and Other Gauges 


Modern war gives great impetus to policy of standardisation 
and in the sphere of railway transport directs particular atten. 
tion to those differences in practice which limit the free circu- 
lation of rolling stock. In particular does this apply to the 
variations in track gauge in different parts of the world which 
prevent rolling stock being transferred from one country to 
another to strengthen wartime lines of communication. This 
was of considerable importance in the Middle East in the war of 
1914-19 and has again loomed prominently in various theatres 
in the present war. It is a coincidence that during these two 
wars should have occurred respectively the 25th and 50th anni- 
versaries of the final abolition in Great Britain of Brunel’s 7-ft, 
gauge, the only really substantial variant of the familiar 
4 ft. 8} in. with public railways in Great Britain. The passing 
of the broad gauge on the G.W.R. 50 years ago today forms the 
subject of an article by Mr. W. G. Chapman at page 592, and a 
further coincidence is provided by the fact that this issue also 
contains mention of the centenary of the Northern & Eastern 
Railway, one of the early lines which originally used the 5 ft. 
gauge, but speedily converted it. In passing, it is a curious 
thought that a country such as Germany with its passion for 
standardisation and ‘‘order’’ should now be voicing the desire 
for broader gauge railways—a tribute, doubtless unconscious, to 
the foresight of Brunel, whose broad vision suffered from the 
financial limitations of his period. 

Saas a 


End of the Broad Gauge 

For 50 years out of the 107 years since the Great Western 
Railway was incorporated in 1835, it has been a standard or 
4 ft. 8} in. gauge line. The broad gauge had been steadily 
declining over a period of 40 years, and by 1863 there was a 
greater total of mixed and narrow gauge than of broad gauge 
only. The last broad-gauge engines built were three 8-ft. singles 
in 1888, and at the time of conversion, out of a total of 196 
broad-gauge engines, 93 were available for conversion; many of 
them were narrow-gauge engines on temporary broad-gauge axles. 
In the last years before May, 1892, there were only 10 broad- 
gauge passenger trains a day in and out of Paddington; the 
5 broad-gauge down trains were the 9 a.m., the 10.15 a.m. (The 
Cornishman), the 11.45 a.m. (Flying Dutchman), the 5 p.m. and 
the 9 p.m. (Night Mail). The last broad-gauge goods train from 
London was the 10.25 express goods to Plymouth on May 17, 
1892. This train for many decades was known as The Tip. 
According to Foxwell and Farrer’s ‘‘ Express Trains, English 
and Foreign,’’ this was the fastest goods train in the country, 
being timed as far as Exeter at 33-35 miles an hour. The origin 
of its nickname is unknown. The last broad gauge line built 
was the branch from St. Erth to St. Ives in 1877. Many 
other interesting particulars will be found in Chapter X ‘‘ End of 
the Broad Gauge’’ in MacDermot’s ‘‘ History of the Great 
Western Railway.’’ 





Want of Modern Signalling in Spain 

Although some sections of line in Spain have good signal 
equipment, including both 3-position semaphore and colour-light 
signalling on some portions of heavily-worked main lines, and a 
few large stations have power signalling, installed in one or two 
instances many years ago, on the whole the Spanish railways 
have not made the same progress in this respect as those of most 
western European countries. In a recent lecture a Spanish 
engineer took occasion to deplore this state of affairs and to urge 
the general introduction of modern apparatus which, he said, 
was not required so much from the safety point of view as to 
accelerate the handling of traffic and improve the commercial 
value of the railway system. Signalling could not overcome the 
break of gauge at the frontier stations, a great disadvantage to 
Spain, but it could aid in improving transit times to them and 
assist Spanish exporters in bringing their products to the Euro- 
pean markets in better condition than was sometimes the case. 
He attributed the present position to several causes, among them 
the lack until recently of home produced signal apparatus, the 
almost complete lack of technical literature on the subject, and 
the tendency of the few persons who had studied it to keep their 
knowledge to themselves. There was also the fear that modern 
signalling would throw some men out of work. 


Maximum Locomotive Power 

The London & North Eastern Railway has good reason to be 
grateful to the late Sir Nigel Gresley for the foresight which 
he displayed in his development of locomotive power on that 
system. His consistent aim was to keep, not merely abreast of 
the requirements of his time, but well ahead of them.. Years 
elapsed before his Pacifics, first introduced in 1922 and claimed 
as adequate for 600-ton loads, were called upon to handle 
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passenger trains of such tonnage; now, however, 20-coach loads 
of 650 tare tons are relatively common; the up Flying Scotsman 
is invariably made up to this weight between Newcastle and 
King’s Cross, as also are frequently the night sleepers and other 
trains. Further, almost the last constructive activity of Sir 
Nigel was the introduction of the 2-6-2 ‘‘ Green Arrow ’’ class, 
now numbering over 130 engines, the tractive capacity of which 
is so fully adequate, on present wartime schedules, as to make 
them interchangeable with the Pacifics on all the heaviest duties. 
That is to say, there is now a total of nearly 250 L.N.E.R. loco- 
motives capable of handling the entire present range of main- 
line duties, both passenger and fast freight, including passenger 
loadings hitherto unprecedented in Great Britain, on all routes 
over which such heavy engines can be worked. It may be argued 
that the ‘‘ V2’’ engines are not general purpose locomotives in 
the sense of being practically unrestricted in their scope of move- 
ment, like the L.M.S.R. Class ‘‘ 5 ’’ 4-6-0s, for example, but the 
reduction of piloting and duplication of trains that has been 
made possible by the number of L.N.E.R. 4-6-2 and 2-6-2 engines 
now available, and thereby of man-power in wartime, has more 
than justified this ‘‘ big engine ’’ policy. 


The State and the Railways 


ee ee from such doughty protagonists as 

Mr. W. J. Stevens and Mr. Ashley Brown is always likely 
to prove provocative and exhilarating and the rejoinder from 
the latter, published on page 589 of this issue, to Mr. Stevens’ 
letter in our May 1 issue is no exception. We feel, however, 
that Mr. Ashley Brown is doing less than justice to the rail- 
way managements when he implies that the pre-war decline 
in the prosperity of the undertakings was due to their in- 
eptitude. It is also a travesty of the facts to suggest that the 
standard revenues were exceeded last year only because the 
Government swept away the control of the managements over 
their undertakings at the outbreak of war. On the former 
point he conveniently ignores the fact that the decline in 
railway revenues pre-war was due very largely to the onerous 
statutory regulations affecting the railways from which their 
competitors were free, a feature which culminated in the 
companies’ “‘ square deal’’ proposals. On the second point, 
it was made perfectly clear by the railway chairmen at the 
annual meetings in 1940 that the Minister of Transport does 
not intervene in the day-to-day management of the railways 
except in so far as might be necessary to secure that they are 
carried on in such a manner as he thinks desirable for the 
efficient prosecution of the war, including the maintenance of 
essential supplies and services. The very high revenue earned 
by the railways last year is attributable solely to wartime 
traffics, but it is equally clear that the managements have 
kept their undertakings so efficient that the earning of their 
standard revenues is well within their capabilities—a feature 
which may prove%of the utmost value to stockholders when the 
future of the railways is under discussion. 

Mr. Ashley Brown is equally unfair to the managements in 
suggesting that they allowed the. question of the financial 
arrangements associated with control of the railways to drift 
so that nothing had been arranged when war broke out in 
September, 1939. As he remarks, “‘ two parties are necessary 
to an agreement ’’ and, in fact, the companies put forward 
proposals in May, 1938, that, in the event of control, they 
should receive their standard: revenues recognised by Parlia- 
ment in the Railways Act, 1921, as being a reasonable level of 
income which, consonant with the public interest, they should 
beable toearn. Notwithstanding repeated pressure, however, 
the Government did not make its first definite counter- 
proposal until July, 1939. The companies did not-consider 
this as affording a satisfactory or equitable basis for a settle- 
ment and put forward alternative proposals. These were 
declined by the Government in November, 1939, and following 
some important modifications in the Government’s original 
offer, it was finally accepted by the companies as a reasonable 
basis for a general settlement, considered purely as a financial 
arrangement. It is of more than passing interest that the 
managements—of whom Mr. Ashley Brown writes so scath- 
ingly—should have recorded at the time their considered 
view that their own proposals would have provided a simple, 
sound, and equitable basis for a settlement and would have 
obviated many of the difficulties and objections both practical] 
and political involved in the Government’s scheme; a view 
which has been amply justified by subsequent events. 
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War Problems for U.S.A. Railways 


ie a recent address to the New England Railroad Club at 

Boston, some observations were made by Professor Kent 
T. Healy, of Yale University, that deserve a wider publicity. 
He warned his hearers to prepare for conditions with which 
British railways have had to contend for more than two years 
past. Defence demands, he pointed out, are far less orderly 
and foreseeable than commercial traffic, but they cannot 
be resisted because they may happen to appear erratic or 
unreasonable. There will be more and more military move- 
ments requiring every possible variety of equipment, unusual 
handling, and special schedules. Increased volumes of 
defence traffic will move over unusual routes and between 
terminals never planned for such operation; much of this will 
be export traffic, with ship movements rendered all the more 
uncertain by the roving of the enemy over the high seas. As 
time goes on, the railways will be less and less in a free 
market for men and materials, and will have to operate in 
an atmosphere of scarcity, but this also will not be accepted 
as an excuse for failing to meet defence demands. “‘ It will 
be up to the railroads,’’ the speaker declared, ‘‘ to develop 
ingenuity to meet their needs in spite of scarcity.’’ Such 
conditions, he added, ‘‘ will call for a humble front to the 
public and behind the scenes the most careful, farsighted 
thought that has ever been given to the formulation of rail- 
road policies.’’ It was the professor’s opinion that statistical 
studies necessary to control operation should be increased, 
rather than reduced, and the supervisory and executive per- 
sonnel augmented accordingly, because ‘‘ co-ordinators and 
Washington experts cannot run the trains and switch the 
cars ’’; but how this would be done in face of the increasing 
demands for man power he did not make clear. 

A particularly interesting part of the address was that 
relating to the return of road traffic to the railways as a 
result of the increasing restrictions on motorcar traffic. The 
possibility of thus recovering lost traffic would be alluring 
enough were the railways in a position to handle it, but 
they are not. If any great quantity of the short-distance or 
medium-distance traffic, which during the past decade or so 
has been carried entirely by road lorries, were to return to 
the rail, freight stations, terminal facilities, and local freight 
trains would be quickly swamped, and the ability of the rail- 
ways to handle defence traffic would be seriously impaired. 
During the past ten or fifteen years the U.S. railways have 
been adapting themselves gradually to these changed condi- 
tions, and the disappearance of ‘‘ way freights ’’ (stopping 
freight trains), as well as the closing of many small stations 
and unproductive branches, together have been considerable 
factors in the progressive improvement that has taken place 
in the overall working of many divisions. In present con- 
ditions resumption of the older methods would be impossible 
because of present scarcity of man power and materials, for a 
great deal of expenditure would be necessary to permit the 
increased handling. The danger of incurring such expendi- 
ture, even if it were sanctioned, would be that the lifting 
after the war of the restrictions on the road competitors 
would soon result in the loss of the short-distance traffic 
again, so that the effort would have been worse than useless. 
As to administration, the temptation at the beginning of the 
war was to shrink the personnel by elimination of divisions 
and of official positions; and even now managements may 
hesitate to reconstruct and augment their supervisory staffs 
for fear of retrenchment when the war is over. But, the pro- 
fessor concluded, ‘‘ if every stone is not turned to meet the 
present problem there may be no future for private manage- 
ments to have the privilege of worrying about.”’ 


The Northern & Eastern Railway 

oO’ May 16, 1842, what was then described as ‘‘ the inestim- 

able boon of rail travel’’ was offered to the citizens of 
Bishops Stortford by the opening of a railway from London 
(Shoreditch). This was the culmination of a scheme begun by 
the Northern & Eastern Railway in 1836 to run a line from 
London to Lincoln via Bishops Stortford, Cambridge, and Peter- 
borough. About this time, the success of the Liverpool & Man- 
chester Railway had emboldened people to think that it was 
necessary merely to invest in any proposed new line to be 
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assured of at least a 10 per cent. return on their money. Unfor- 
tunately they had not realised that land and property owners 
had awakened to the fact that land adjacent to a railway became 
very valuable and so many of these ventures, particularly those 
with a London terminal, swallowed the estimated cost of the 
whole line in the first few miles. Thus it was with the Northern & 
Eastern Railway and also the Eastern Counties Railway which, 
in 1836, promoted a scheme for a line running from London 
(Shoreditch) via Stratford, Chelmsford, Colchester, and Ipswich, 
to Norwich and Yarmouth. It was at the London end, however, 
that the interests of these two companies first conflicted. The 
Northern & Eastern Railway found that the cost of its line 
through Islington into London, as originally proposed, was pro- 
hibitive, and accordingly the directors approached the Eastern 
Counties for permission to run into London over the lines the 
latter company had already established between London and 
Stratford, making Stratford a junction point. This proposal was 
at first met with a blank refusal, and it was only the declining 
fortunes of the Eastern Counties Railway that finally persuaded 
the directors to agree to the scheme on payment of a yearly sum 
of £7,000 and a toll of 4d. a passenger conveyed between Shore- 
ditch and Stratford. This arrangement was apparently mutually 
satisfactory; the Eastern Counties was assured of a welcome 
addition to its exchequer, and the Northern & Eastern Railway, 
at the expense of adding about a mile of track to connect its 
line at Stratford, was given a cheap route into London. Both 
lines adopted a gauge of 5 ft., but this was converted to the 
standard of 4 ft. 84 in. in 1844. 

Bishops Stortford did not, for long, remain the northern ter- 
minus of the Northern & Eastern Railway, for in February, 
1843, the decision was taken to extend the line to Newport and 
subsequently to Cambridge. The ratio of working expenses to 
gross receipts of the Northern & Eastern Railway was 54 per 
cent. This state of affairs was considered so unsatisfactory that 
eventually a committee of shareholders was formed and a 
thorough spring-clean of the directorate resulted. Arising out of 
this, and the proposed extension of the line to Newport and 
Cambridge, a joint meeting of the shareholders of the Eastern 
Counties and Northern & Eastern Railway was held at which 
their mutual interests were formulated. Thus the interests of the 
two companies were linked, and the association became even 
closer in 1844 when the Northern & Eastern Railway Company 
was leased to the Eastern Counties Railway Company for 999 
years, its share capital of £910,800 being guaranteed 5 per cent. 
in perpetuity, plus a share in surplus profits. This arrangement 
continued until 1902 when the Northern & Eastern Railway was 
finally vested in the Great Eastern Railway (the successor to the 
Eastern Counties), a condition that existed up to 1923 when the 
G.E.R. was amalgamated with the Great Central, Great Northern, 
North Eastern, and other companies to form the London & North 
Eastern Railway. 
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San Paulo (Brazilian) Railway Co. Ltd. 


ON the Santos-Jundiahy main line of 86} miles on the 5 ft. 3 in, 

gauge the traffic receipts during the year 1941 showed an 
increase in currency of 7,805 contos, or 5-43 per cent. in comparison 
with 1940. In sterling, the main-line traffic receipts amounted to 
£1,897,097, an increase of only £13,815. Working expenses on 
the main line advanced from {1,411,662 to £1,417,803, and were 
74-73 per cent. of the gross receipts, as compared with 74-96 per 
cent. in 1940. On the Bragantina section of 67 miles (metre gauge) 
there was a loss on working in 1941 of £8,952, against £9,119 in 
1940. There was a fall from 3-14480d. to 3-00470d. in the average 
rate of exchange at which remittances were made in 1941. For 
the whole system the operating ratio in currency was 75-61 per 
cent. in 1941, against 75-81 per cent. in 1940. There was an 
increase from 16,802,914 to 17,176,151 in the number of paying 
passengers, with a slight increase in currency receipts from both 
first and second class passengers, but passenger receipts in sterling 
fell from £374,981 to £364,456. First class receipts in 1941 amounted 
to £157,038 and represented 43-09 per cent. of the total earnings 
from passengers. The number of immigrants, who are carried free 
with their baggage, agricultural implements, seeds, etc., has fallen 
from 94,434 in 1939 to 44,583 in 1940, and 24,684 in 1941. In 
general merchandise, coal, etc., there was an increase in the 
amount carried of 253,316 metric tons, although the tonnage of 
exported coffee fell from 387,123 to 362,792, and goods receipts 
rose from {1,378,986 to £1,407,850. The general financial position 
is indicated in the accompanying table :— 


1940 1941 

£ £ 
Gross receipts ... 1,912,164 1,928,909 
Expenditure 1,565,408 1,576,653 
Net receipts 346,756 352,256 
Other income ... 56,830 30,370 
Total income ... chi ‘nn — 403,586 382,626 
<  waen-ebibesde 297,998 310,700 
Dividends 110,000 110,000 
Brought forward 112,207 107,795 
Carried forward 107,795 69,721 


“ Other income ”’ in 1941 includes £2,619 transfer from bridge 
renewal fund. Among “ other payments” are £66,943 to the 
associated road company under agreement, £100,000 transfer to 
general reserve, and £20,000 to income tax and N.D.C. The 
ordinary dividend of 2 per cent., tax free, recommended for 1941 
is the same as that paid for 1940. It is noted in the report that the 
permanent way of the Paulista Railway between Itarapina and 
Pederneiras, via Jaa, has been converted from narrow to broad 
gauge, and the line electrified as far as Jat. This railway connects 
with the San Paulo at Jundiahy. 
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The South African Railways and 
Harbours in Wartime.—In its railways 
and harbours, the South African Govern- 
ment has under State control the largest 
single organisation in the country, employ- 
ing more than 120,000 men and women, 
including technicians and experts in almost 
every branch of industry and social science. 
It has, moreover, 20 workshops equipped 
and staffed on a scale and for a range of 
manufacture not to be found elsewhere in 
South Africa under single control. On the 
outbreak of war the South African Railways 
& Harbours Administration was thus in a 
position to bring to the benefit of the State 
great resources in skill, coupled with 
enthusiasm and loyalty of staffs of all 
grades. Full details of its war effort must 
presumably be withheld until-more peace- 
ful times but, subject to proper precau- 
tions, a fascinating story is even now avail- 
able, and this forms the basis of an at- 
tractive and profusely-illustrated booklet 
recently released by the South African 
Railways & Harbours Administration, and 
taking the form of an interim report on 
what the organisation has done in two years 
of war, and is continuing to do in increas- 
ing measure as the conflict progresses. 
Naturally the primary function of the 
organisation is the provision of transport 
and communications, but it has succeeded 
in superimposing on the successful achieve- 
ments of its primary objects an extensive 


this brochure reveals, South African rail- 
way technicians and workshop staffs have 
not been content to execute repetitive 
services only, but have been responsible 
for not a few improvements in processes of 
manufacture. In addition, by September, 
1941, there were 9,000 South African rail- 
waymen serving in the Armed Forces of the 
Union. 


The Heat Treatment of Iron and 
Steel, with Notes on Cemented Carbide 
Tools. By C. W. Clarke, A.M.Inst.C.E., 
A.M.1I.Mech.E., Mechanical Engineer, Great 
Indian Peninsula Railway. Government of 
India Railway Department (Railway Board) 
Technical Paper No. 310. Delhi, Manager 
of Publications. Price 94.—This pamphlet 
with admirable lucidity and conciseness first 
sets out the theory of heat treatment of 
steels, with t 
carbon, alloy, and high-speed steels, and 
of melted and cast cobalt-chrome alloys and 
cemented carbide metals. After this come 
notes on grinding, the selection of metals 
for tools, and various casehardening and 
other surface hardening methods such as 
carbonising, nitriding, and the cyanide 
method, as well as notes on furnaces. The 
remainder of the pamphlet is devoted to 
cast iron; after a discussion on the struc- 
ture of cast iron, useful information is 
given on annealing, malleable iron castings, 
casehardening, nitrogen-hardening, and the 
localised hardening of cast iron. Although 


the characteristics of plain - 


of the pamphlet for reference would be 
further increased by the inclusion of an 
index in any future edition. 


Methods of Increasing Production by 
High-Speed Arc Welding.—This booklet, 
which is available on application to Philips 
Industrial (Philips Lamps Limited), Century 
House, Shaftesbury Avenue, London, 
W.C.2, contains in some 19 pages the 
results of an investigation into methods 
of increasing production by high-speed arc 
welding conducted by Mr. S. G. P. de Lange, 
M.Inst.W., and Mr. E. S. Waddington, 
M.Inst.W., A.M.Inst.E. (S.A.). The experi- 
ments have been conducted on the assump- 
tion that any changes in methods of produc- 
tion at the present time must be capable of 
being put into operation without increasing 
personnel or cost of production, and with 
the use, as far as possible, of existing 
machinery and equipment. The two possl- 
bilities investigated were (a) the use of 
normal electrodes with increased currents 
and higher operating speeds, and (b) the use 
of electrodes with a high depositing speed 
due to the type of coating employed, and 
some interesting figures are given. There 1s 
a table showing efficiency test results 
between high speed and normal electrodes, 
and one setting out the results of nine com- 
parison tests of welding speeds between 
these two types, together with figures 
relating to savings in time and the increase 
of production. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


‘Black Market” Railway Tickets 


London, E.C. 
May 13 
To THE EpiToR oF THE Raitway GAZETTE 

Str,—According to statements appearing in the daily newspapers 
a “ Black Market ”’ t 
quantity of third class return tickets to racegoers intending to travel 
to Newmarket for the ‘‘ Two Thousand Guineas.’’ These tickets, 
it was added, were sold, after ordinary bookings had been suspended, 
at 17s. 2d. each as against the statutory fare of 14s. 8d., a profit 
of 2s 6d. thus being realised on the sale of each ticket. 

As railway tickets are marked “‘ Not Transferable” could not 
the railway company proceed in the courts against the person who 
thus transferred them, apart from any action that might be taken 
for charging more than the proper fare especially, if as reported, the 
transaction took place on railway premises? ~ 

Yours truly, 
N. T. GOODENOUGH 


The State and the Railways 


Thaxted, Essex 
May 4 
To THE Epitor oF THE RAILWAy GAZETTE 

Sir,—Anything that Mr. W. J. Stevens has to say on railway 
finance is always of interest, but I am not sure that I have 
drawn, the right deduction—or any deduction—from his letter in 
your issue of May 1. He writes regretfully of past efficiency 
and an ungrateful world; certainly it is all very sad—but what 
then? It cannot be expected that the State will furnish satis- 
factory pensions for railway stockholders merely because their 
companies spent ten years in an effort to recover what they had 
spent ninety years in throwing away. Why should it? ; 

From all this he passes to the Railway Finance Corporation 
and the £27 millions borrowed in 1936 on Government guarantee 
at 24 per cent., a sum which, he implies, the companies could 
not have secured unaided even at twice that rate. But if this 
were the whole truth of the matter it would not give the com- 
panies a claim on the taxpayer. It is a new and distinctly 
pleasant, but unfortunately unconvincing, suggestion that the 
man who lends me money in my days of adversity incurs an 
obligation to pay my debts for the rest of time. If the facts 
were those he suggests, surely the obligation would. be in the 
other direction. However, the facts were somewhat different 
and precisely for that reason they do, curiously enough, furnish 
an argument of a sort. For the money lent to the companies in 
1936 was not needed to meet their pressing needs but to assist 
the Government of the day to reduce the unemployment returns 
which, when the scheme was hatched, had reached alarming pro- 
portions. The companies were no more than the conduit through 
which work was distributed over widely spread areas. Viewed 
from this angle—and it is the accurate one—the companies 
served the State at the expense of their stockholders, a thing 
they had no right to do—as some of us pointed out at the time. 
None the less they. did it, and one good turn, so we are told, 
deserves another. But really, if our case is to be based on argu- 
ments of this sort, what have we to expect? 

Nor is Mr. Stevens quite convincing when he stresses the 
importance of preserving ‘‘ skilled and efficient private manage- 
ment.’’ If by this happy phrase he means the technicians, then 
he has nothing to fear. No Minister of Transport will ever 
regulate the traffic out of Liverpool Street Station, or design 
the locomotives for the Scotch Express, or manipulate the traffic 
from the South Wales docks. Even the Soviets who shoot their 
technicians from time to time invariably replace them with 
others. Or does he by “ skilled and efficient private manage- 
ment ’’ mean such boards as we now possess? But in that case 
the argument is unfortunate since it was during the regime of 
these skilled and efficient managers that the railways declined 
from greatness to poverty. Only when, on the advent of war, 
the Government swept them from the control of their own 
offices was the standard revenue attained and exceeded. 

If Mr. Stevens has in mind men of the calibre of the late 
Lord Stamp or Sir Ronald Matthews, I agree with him—but in 
these days, in the case of the railways, such men are the product 
of adversity. They appear only in response to the disasters they 
have to remedy. But adversity, of course, is precisely what Mr. 
Stevens proposes to abolish. In short, it is difficult to under- 
stand what is intended by “ skilled and efficient private man- 
agement,’’ and, in the case of the railways, still more difficult to 


operator on Liverpool Street Station sold a ’” 
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suggest how it is to be secured after the State has ‘‘ acquired 
the permanent way and terminals ’’ and everything else has been 
left as it is. 

When Mr. Stevens turns to what is termed the “‘ revised 

agreement ’’ (although in fact there was no agreement to be 
revised) he speaks for everyone who values fair play. But who 
is to blame for this agreement? Two parties are as necessary to 
an agreement as they are to a quarrel. I know something of 
the circumstances in which this agreement was concluded and I 
agree that the representatives of the companies at that time did 
everything they could for the interests confided to them. But 
how did it happen that ‘the terms upon which the transfer 
was to be effected were not arranged long before the transfer 
itself took place? 
_ Faced with the contemplated confiscation of their railways 
in September, 1938, and finding themselves at that time 
without any arrangement as to the terms on which the railways 
were to be taken over, how is it that our boards had still 
arranged nothing when war broke out in September, 1939? Their 
defenceless position in 1941 might well have been anticipated. 
I should have thought it obvious that the very worst time at 
which to draw up the terms of a lease was eighteen months after 
the other party had secured possession and when public opinion 
was wholly preoccupied. Yet that was the precise moment to 
which our “skilled and efficient private managements ’’ per- 
mitted themselves to drift. 

Of course the agreement is utterly contrary to our English 
idea of fair play. What is the difference between the Cunard 
Steamship Company and the railways that the former may pay 
off arrears’ of dividend and the latter, although still more pros- 
perous, in the case of some thousands of stockholders may pay no 
dividend at all? The whole thing reflects the opportunist tactics 
of modern government. None the less it is precisely develop- 
ments of this sort that our boards are expected to prevent. 
When I make a bad business deal I can possibly say with truth 
that I was not fairly dealt with, but my neighbours are apt to 
ask why I made a fool of myself. 

It is amazing to me, when the sale of the railways is under 
discussion, that stockholders fail to see that there is absolutely 
no necessity for clever argument. There is indeed nothing to 
argue about. It is folly even to discuss terms differing from those 
which, in 1921, the State itself laid down as equitable and which 
we then accepted. The railways can be sold, and if the stock- 
holders choose to give theiremind to the matter will be sold, only 
for a sum based upon the capital value of the standard revenue, 
which, as we now see, the railways can earn. 


I am, etc., 
ASHLEY BROWN 


[The above letter is the subject of the first editorial article on 
page.—587 Ed. R.G. °- i 








COMPETITIVE TRACK MAINTENANCE IN THE UNITED STATES.— 
A recent question in the columns of our American contemporary 
Railway Engineering & Maintenance as to whether there is any 
value in distributing among the foremen concerned monthly 
statements showing the amount of maintenance work that has 
been done by each gang on the track, for the purpose of stimulat- 
ing competition, has provoked some interesting observations by 
roadmasters and others. The balance of opinion is against such 
methods. One writer divides foremen up into three classes—the 
ambitious, the scheming, and the unambitious—and in_ his 
judgment only the first class, which is never tempted to sacrifice 
quality for volume of work, would benefit. The schemers, on the 
other hand, would be inclined to scamp necessary work in order 
to make a show, with probable wastage of time and material 
as a result, and expense at a later date in going over the defec- 
tive work again. The unambitious type is unlikely to be 
influenced by any statements of the work that has been done 
by others, and in his case the statements, even if their import 
was fully grasped, would have little value. A sounder argument 
against this type of competition was that no general statement 
can give an adequate picture of local, conditions, which vary 
considerably in their effect on the time and labour needed to 
keep any specific section of track in good order. Such statements 
would tend to play one gang against another on a kind of piece- 
work basis, which is not adapted to the general run of track 
maintenance; it is much better for supervisors and roadmasters to 
depend on their own ability to assess good work, and to 
endeavour accordingly to get the best out of their men. As is 
well known, the principle of competition in the maintenance of 
track has for a long time past been operative on certain railways 
in Great Britain, and the method which has involved the giving 
of awards for the best-kept lengths, has certainly had a beneficial 
effect on maintenance. 
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A recent supplement to The London 
Gazette announces the award of the Imperial 
Service Medal to a Kangany (Foreman of a 
gang of coolies) on the Ceylon Government 
Railway. 

. * * 

German factories which took orders to 
deliver 150,000 tons of paper to Turkey 
have cancelled the orders by telegram 
because they are unable to carry them out, 
states the Moscow radio. 


* « * 


360,000 Lost Tons 
Mr. Grenfell, Mines Minister, told Parlia- 
ment recently that in the 52 weeks ended 
April 25 it was estimated that about 
360,000 tons of coal were lost owing to 
disputes in the mining industry. 


* * * 


TRAFFIC LigHts SEEN 5,000 Fr. UP 
The General Purposes Committee of an 
East of England borough council has been 
told by a R.A.F. group captain that in fair 
weather traffic lights and railway signal 
lights can be seen from a plane at 5,000 ft. 


. ba * 


‘*GornG SLow ” HELPS 


By slowing up certain trains on their 
London, Tilbury and Southend section, the 
L.M.S. have speeded up the war effort. 
Adding a few minutes to the journey-time 
of trains on this section of the line has made 
it possible to work the trains with lower- 
powered engines. Higher-powered engines 
thus released have been made available for 
important work. 


* * *. - 


WATERLOO STATION STAFF SAVE 
150 CHICKS 

The Southern Railway station staff at 
Waterloo helped to find crumbs for 150 
one-day-old chicks, which might have died 
of starvation after the destination labels on 
their cases were lost. ‘‘ Contact was made 
with all the stations normally dealing with 
consignments of chicks,’’ said an official, 
“and eventually the consignee was traced 
and the cases re-addressed.’’—From ‘‘ The 
Star.”’ 

* * - 
7 

An ambitious young man, anxious to 
make his way in the world, went to one 
of the principals of a commercial training 
college and asked what it would cost him 
to train for a post as general manager of 
a railway. 

‘*I’m afraid it will take about ten 
years, and some hundreds of pounds in 
fees for that,’’ said the expert. ‘‘ But,’’ 
he added encouragingly, ‘‘ for £50 down 
and about six months’ training we could 
qualify you to become a Member of Par- 
liament, when you can tell any of the 
general managers how the railways should 
be run.’’ 


ad * 





THE WAR AND AUTOMATIC MACHINES AT 
RAILWAY STATIONS 


Commander M.P., in a 
letter to The 


it has been 


Peter Agnew, 

Times, writes: ‘‘ Now that 
announced that sweets and 
chocolates are to be rationed, it is not 
inopportune to suggest that the many 
thousand penny-in-the-slot machines which 
adorn, or rather assist in disfiguring, almost 
every railway station in the country should 
make their first and final contribution to 
the Government scheme for scrap iron. 


THE SCRAP HEAP 
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Left where they are, these once convenient 
machines cannot be of any use to the 
public until the war is over. Owing to 
their position, the removal of them presents 
an easy problem in transport. And when 
peace returns and once again delectabilities 
can be called forth for a penny in the slot, 
who then will regret their emergence from 
some new magazing of simpler design 
provided in replacement of its patriotic 
forebear ? ”’ 

In comment on the above we would 
point out that many of these machines are 
of modern design, and despite difficulties 
of supplies, are much used.—Ed. R.G.] 


* * * 


On May 11, 1826, John Stevens gave the 
first public demonstration in the U.S.A. of 
a steam locomotive on rails, using an oval- 
shaped railway on his estate at Hoboken, 
New Jersey, which is now the site of the 
Stevens Institute of Technology. 


+o . * 


TuBE “ Joy RIDE” 

“A joy ride just to kill time,’”’ was the 
prosecution’s description at North London 
juvenile court today of a case against two 
girls aged 15 and 16. They were accused of 
travelling on the Underground beyond the 
distance for which they had paid the fare. 
They took 14d. tickets at Manor House and 
travelled to Holborn, where they walked 
about the subways and afterwards returned 
to Manor House. The case was dismissed 
under the Probation Act, and the girls were 
ordered to pay 2s. 6d. costs.—From ‘‘ The 


Star.”’ 
* . . 


The London Life Association Limited 
has changed the description attached to 
three items of debenture, preference and 







































“A LONG FAREWELL TO ALL MY GREATNESS! 


Just 50 years ago, on May 20, 1892, the 10.15 a.m. broad-gauge train left Paddington 
for the last time Above we reproduce a contemporary artist's impression which 
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ordinary stocks in its balance sheet as at 
December 31, 1941. Formerly the descrip. 
tion in each case was “ railway and other ” 
stock, but railway stocks have been sepa- 
rated from the others because a few mem- 
bers had incorrectly concluded that the 
holdings in railway stock were a prepon- 
derant element. The figures show that in 
effect holdings of railway stocks amount 
to £1,363,781 and of other stocks, formerly 
grouped with railway stocks, £7,046,930. © 
* * * 
RAILWAY THEFT SENTENCES 

These two cases of theft on railways 
were reported recently :— ‘ 

1. Four German railwaymen stole butter, 
sausages and six cases of liquor and sold 
them in the black market. 

Rome radio, quoting a Berlin message, 
said they were sentenced to death. 

2. Six railway employees were charged 
at Sheffield with stealing 15 dozen pairs of 
silk stockings, tea and boots. 

Five were sent to prison for six months 
each, and the sixth was bound over for 
two years and ordered to pay £10 towards 
the costs.—From ‘‘ The Daily Telegraph.” 


* * x 


BLacK MARKET SPREADS TO RaILWway 
TICKETS 

No extra trains were run on May 12 from 
Liverpool Street Station for the Newmarket 
races, but according to press reports a black 
market in railway tickets was created ‘at the 
station. The price of’a third class return 
ticket is 14s. 8d., and one man is stated to 
have bought a quantity and in a few 
minutes to have sold them at 17s. 2d. a 
ticket. 

x * . 


Jones: How time flies! It’s 50 years 
since the G.W.R. abolished Brunel’s broad 
gauge. 

Brown: Yes, but it’s not made them 
narrow minded. 









THE LAST EROAD GAUGE ENGINE TO LEAVE PADDINGTON, 


appeared in a long since deceased publication, ‘‘ The Pall Mall Budget” 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


CANADA 


Railway Passenger and Freight 
Traffic 

During the past 20 years the number of 
passengers carried by the Canadian railways 
has been showing an almost steady decline, 
largely due to motor car competition. 
Between 1936 and 1939 inclusive the num- 
ber of passengers remained almost un- 
changed.- In 1940 however troop move- 
ments and greater industrial activity brought 
some gain in railway passenger business, 
and Canadian National Railways pamphlet 


report shows an increase in number from 
10,144,749 to 11,204,289, with increased 
revenue from $17,817,119 to $21,702,046. 


The real expansion however developed dur- 
ing 1941, when numbers rose from11,204,298 
to 17,681,343, and revenue increased by 
over $10,000,000 from $21,702,046 to 
$31,893,884 

Between 1938 and 1941 the number of 
passengers increased by 72 per cent. and 
passenger revenue by 77 per cent. Freight 
tonnage rose:from 40,577,666 in 1938 to 
55,060,232 in 1940 and to 65,370,412 in 
1941, a gain of slightly over 63 per cent. 
Freight revenue rose $100,000,000 in three 
years, from $139,769,682 to $239,592,287. 
This represented a gain of 71 per cent. 
There has been a steady increase since 1938 
in the number of employees, the average 
number for the year being 74,953 in 1938, 
78,129 in 1939, 82,831 in 1940 and 89,536 
in 1941. The payroll showed $116,526,108 
in 1938 and in the following year 
$122,354,101; in 1940 it was up by 
$10,000,000 to $132,584,063 and in 1941 
there was a further gain, partly caused by 
the cost-of-living bonus, resulting in a 
figure of $153,654,368. The current year, 
even for the same number of employees, 
will show a considerable rise over 1941, as 
the full effect of the bonus becomes felt. 


Canadian National Railways 

Financial operating results of the Cana- 
dian National Railways for 1941 were better 
than in any previous year;* a net cash 
surplus of $4,016,326, after payment of all 
prior charges, including interest on funded 
debt held by the public and interest. on 
government loans, compared with a net 


cash deficit on the same basis for 1940. 
Net earnings available for interest of 
$54,361,315, which exceeded those of a 


year ago by $20,800,000, sufficed to cover 
interest on funded debt held by the public 
1-22 times, as compared with 0-68 times 
for 1940, and 0-23 times for 1939. Com- 
bined interest on funded debt and interest 
on government loans, which required some 
$50,300,000, was covered 1-08 times. 
Operating revenues of $304,376,778 in- 
creased by $56,849,000, or by 23 per cent., 
to the highest level since $304,591,000 in 
1928. The increase in operating expenses 
was $35,248,000, reducing the operating 
ratio from 81-8 per cent. to 78-1 per cent. 
The report notes that the gross was more 
than double that of 1933. Only two other 
railway systems on the continent showed 
larger gross revenues. The increase on 
system lines in Canada was 23-3 per cent., 
and on system lines in the United States 
21-3 per cent. 

Freight revenue increased by $45,030,000, 
or 23-1 per cent.; the railway moved in 
1941 the largest freight tonnage in its his- 
tory. This was the equivalent of 27,199 
million ton miles, an effort 20 per cent. 
greater than that of the peak year of 1928. 
Passenger revenue increased by $10,191,000, 





or 47 per cent. Measured by passenger 
miles, passenger traffic was up by 57 per 
cent., but the increase in revenue was not 
proportionate to the increase in volume 
because of the low fares for members of the 
armed forces and special rates for work- 
men’s trains serving munitions plants. 
The average revenue a passenger mile was 
1-8 cents. During 1941 the Board of 
Transport Commissioners granted permis- 
sion to abandon, in co-operation with the 
Canadian Pacific, 38 miles of railway, but 
refused to allow abandonment of 327-5 
miles of track. Decision is pending on 
applications to abandon 6-5 miles on the 
C.N.R. and 53-4 miles on the C.P.R. The 
board has given the C.N.R. permission to 
abandon 100-3 miles of unprofitable light 
traffic lines. 


UNITED STATES 


Moffat Tunnel 


Longest of all railway tunnels on the 
American continent, and longest in the 
world still operated by steam locomotives, 
is Moffat tunnel on the Denver & Salt 
Lake RR., subsidiary of the Denver & 
Rio Grande Western, on the Dotsero cut- 
off between Denver and Salt Lake City. 
This tunnel, 6-21 miles long, and single 
track throughout, at its maximum alti- 
tude is 9,197 ft. above sea level, and is 
approached by continuous 1 in 60 grades 
through the Rockies, necessitating the use 


of very powerful locomotives. In the 
tunnel, where the temperature remains 
fairly constant at about 60° F., con- 


densation from locomotive exhaust, to- 
gether with smoke and soot, has so coated 
the windows of the cars that for miles 
en either side of the tunnel the scenery, 
which is very spectacular, has _ been 
blotted out, and after the windows have 
dried their sooty coatings have been an 
annoyance to passengers. As the scenic 
attraction of the route is one of its ad- 
vertised attractions, measures have now 
been taken to clean the car windows auto- 
matically as the trains emerge from either 
portal. On each side of the tunnel wall 
six jets are arranged in a vertical line, 
level with the car windows and 3 ft. 
away. Five of these throw a fan-like 
spray, under a static pressure of 70 Ib. 
per sq. in., which hits the windows with 
a solid curtain of water at a backward 
angle of about 80 deg., and loosens the 
sooty deposit. The sixth is a low pressure 
jet, which strikes the windows at the 
uppermost level, and washes the loosened 
material off. The necessary pressure is 
obtained by gravity flow from neighbour- 
ing mountain streams, through 4 in. 
pipes, which lead to the 1} in. pipes 
feeding the nozzles. The operator of the 
tunnel ventilating plant controls the 
window washer at the adjacent east 
portal, which is 110 ft. inside the tunnel, 
and that at the west portal, which is 
located on the tunnel face, is controlled 
electrically by the stationmaster at 
Winter Park, 3 mile away; electric con- 
tacts advise the approach of trains, so 
that the apparatus is in use only when 
passenger trains are passing. 


New Signalling 
Several important signalling contracts 
have been placed recently. The Chicago, 
Rock Island & Pacific RR. has placed a 
contract with the Union Switch & Signal 
Company for the installation of centralised 
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traffic control over 165 miles of double- 
track main line between Blue Island, II1., 
and Rock Island. This will include auto- 
matic four-indication continuous induc- 
tive cab signalling, for which 80 locomo- 
tives—72 steam and 8 diesel-electric—will 
be equipped. Over certain key sections 
of track, totalling 86 miles, the signalling 
will be arranged for reversible working on 
both tracks, giving, when required, two 
eastbound or two westbound tracks as 
the case may be. Searchlight signals will 
replace the previous semaphores. The 
same company has received orders from 
the Seaboard Air Line for 62 miles of 
centralised traffic control over the single 
track between Savannah, Ga., and Thal- 
mann, with the control machine located 
at Savannah, and from the Public Belt 
Railroad Commission of New Orleans for 
automatic block signalling over 74 miles 
of double track in the vicinity of the 
city, including two level crossings with 
double-track Illinois Central lines. The 
General Railway Signal Company has a 
contract from the Great Northern RR. 
for 61 miles of block signalling, with 
3-aspect colour-light signals, between 
Vancouver and South Bellingham, Wash. 


Seatrain Lines Inc. 


The operations of Seatrain Lines Inc., 
which in specially-designed vessels car- 
ries railway wagons by sea, have been 
severely curtailed as a result of the com- 
mandeering by the United States Mari- 
time Commission of a third of the five 
vessels in its fleet for war purposes, in 
addition to the conscription in July last 
of Seatrain New York and _ Seatrain 
Havana. All the services between New 
York, Havana, New Orleans, and Gulf 
Coast ports have now been discontinued, 
and the remaining two vessels are con- 
centrating on the service between New 
Orleans and Havana, with which the 
operations of Seatrain first began. 


Southern Pacific Shasta Route 


On March 15 the 30-mile diversion of 
the Southern Pacific System  Port- 
land—San Francisco main line (known as 
the Shasta route) round the site of the 
lake to be impounded by the new Shasta 
dam, replacing 37 miles of circuitous route 
in the Sacramento River valley between 
Redding and Delta, Cal., was brought 


into use. 
JAPAN 


Improved Methods on Tokyo 
Underground Lines 

In July, 1940, a*Subway Technical 
Survey Commission came into being in 
Tokyo. It is composed of 26 represen- 
tatives of the Railways, Home, War, and 
Communications Ministries, and of muni- 
cipal, private railway and other interests. 
At its meeting in November last, the com- 
mission decided that the following im- 
provements to the Tokyo underground 
lines and the methods of their construc- 
tion must be carried out :— 

Platforms to be lengthened to accom- 
modate seven-coach trains. 

The overhead trolley-wire transmis- 
sion system to be replaced by a third 
rail. 

The shield method of tunnelling to 
be generally adopted, with compressed- 
air working where percolation from 
nearby rivers makes this necessary. 
It is expected that these measures will 

greatly enhance the capacities of exist- 
ing lines and expedite construction on the 
rapidly-expanding network of lines under 
the city. 

















































































































THE RAILWAY GAZETTE 


Brunel’s Broad Gauge—The Last Phase 


The final abolition of the 7-ft. gauge on the Great Western Railway 
took place fifty years ago today 


By W. G. CHAPMAN 


MONG many red letter days in the 
history of the Great Western Rail- 
way this day (May 22) fifty years ago is 
not the least prominent. It was on May 
22, 1892, that service.on Brunel’s broad- 
gauge track finally ceased to be used, to 
the genuine regret of many partisans, for 
it was on the old broad gauge that the 
G.W.R. tradition for the speed of its 
trains was founded. 

It will be recalled that the Great 
Western Railway, opened throughout be- 
tween London and Bristol in 1841, and 
other railways to the West of England, 
South Wales, etc., which ultimately be- 
came part of the G.W.R. undertaking, 
had been constructed to a gauge of 
7 ft. 0} in.—wider than any other rail- 
way gauge in the country, and that when 
the two gauges met, as they did at 
Gloucester, a public controversy—known 
as the ‘‘ Battle of the Gauges ’’—began 
as to the respective merits of this broad 
gauge and narrow (4 ft. 84 in.) gauge 
adopted by Stephenson. The vital ques- 
tions were whether there should be a stan- 
dard uniform gauge for all railways in 


the country and, if so, whether that 
gauge should be broad or narrow. These 
questions became more important and 


urgent as more new railway construction 
was taken in hand, and in 1845 Parlia- 
ment appointed a Commission to consider 


them. As a result of that Commission’s 
report, the Railway Gauge Act of the 
next year forbade the construction of 


any railway for the conveyance of passen- 
gers in Great Britain of other than the 
narrow—henceforth standard—gauge of 
4 ft. 8} in., without Parliamentary 
sanction. 

In passing, it may be recorded that 
the Commissioners, in coming to their 
decisions, said : — 

We feel it a duty to observe that the public are 
mainly indebted for the present rate of speed and 
increased accommodation of railway carriages to the 
genius of Mr. Brunel and the generosity of the Great 
Western Railway. 

While that compliment and others in 
the report were doubtless appreciated by 
the first engineer of the Great Western 
Railway, it was no less a tribute to his 
colleague Daniel Gooch, the first Loco- 
motive Superintendent (later Sir Daniel 
and Chairman of the company), to whom 
the superior speed of G.W.R. trains, 
drawn by the famous stud of broad-gauge 
passenger locomotives of his design, par- 
ticularly the ‘‘ Iron Duke’’ class, was 
largely due. 

A standard gauge was, of course, most 
desirable, and apart from other considera- 
tions (and the Commissioners expressed 
no decided preference for either as regards 
safety of passengers and convenience) the 
matter was one of expense, i.e. it was far 
cheaper to convert the comparatively 
small mileage of broad-gauge track to 
narrow than to reverse the process. In 
this connection it may be recalled that 
the annual expenditure on railways in this 
country until 1844 had not been more 
than £5,000,000, but rose to £185,000,000 
in 1844-46. At the time of the Commis- 
sion’s deliberations there were 1,901 miles 
of narrow-gauge and 274 miles of broad- 
gauge track in existence, with breaks of 
gauge at ten points. 

The Railway Gauge Act of 1846 was 
the death knell of Brunel’s ambitious 


broad gauge, for, although Acts were 
later obtained for a certain amount of 
broad-gauge construction in the West of 
England and South Wales, it gradually 


became apparent that ultimately the 
broad gauge must cease to be. Mixed 
gauge was introduced over various sec- 


tions of the Great Western Railway to 
allow the passage of narrow-gauge 
vehicles, and conversions from broad to 
narrow gauge were undertaken from 1858 
onwards. Incidentally, it is of interest 
to notice that broad construction went on 
until 1877, when the St. Ives branch was 
opened. The mixed gauge reached 
Exeter from London in 1876. 

Large scale conversions took place from 
time to time, principally by the removal 
of one rail from mixed-gauge track, but, 
although in 1869-70 about 780 miles of 
broad-gauge track were altered to stan- 
dard, only 804 miles were converted 
between 1880 and 1891! 

There seems to have been considerable 
reluctance to make the final conversion 
on the lines west of Exeter, and senti- 
ment may have played a part. Sir Daniel 
Gooch, presiding as Chairman at the 
general meeting of the company in Feb- 
ruary; 1889, told the shareholders that 
the last conversion of broad-gauge track 
could not be much longer delayed, but 
his death in the next December relieved 
one of the greatest of broad-gauge cham- 
pions of the responsibility of taking the 
final step. 

When, however, from 1890 the quad- 
rupling of the lines between Taplow and 
Didcot was undertaken, the abolition of 
the last of the broad-gauge track west of 
Exeter became a matter of urgency, and 
arrangements were put in hand for the 
work of final conversion to be under- 
taken. It came just fifty years ago. 

There were 171 miles of running lines 
involved, only 42 of which were double 
track, making 213 miles in all, and, 
although mixed gauge had been intro- 
duced between Truro and Penzance, the 
remainder of the main lines and branches 
west of Exeter were almost entirely the 
original broad gauge, and all but 36 miles 
consisted of bridge rails on longitudinal 
sleepers. 

In previous large-scale conversions most 
of the track involved had been double. 
and it had been possible to tackle the job 
much more leisurely, as one road could 
be kept open for traffic, but the final 
conversion was a far more difficult pro- 
position and only two clear days of occu- 
pation of the track and disruption of 
normal traffic could be allowed. Detailed 
arrangements were perfected well before- 
hand, and provision made for running 
certain trains over the London & South 
Western Railway, and for sea transport 
between some points, during Saturday 
and Sunday, May 21 and 22, when final 
complete conversion had to be effected. 

The work involved did not begin or 
end there, however. All local broad- 
gauge stock had to be cleared from the 
lines before Monday, May 23; narrow- 
gauge stock had to be available to resume 
traffic on the same date; and thousands 
of workmen had to be brought into the 
section from all over the system in broad- 
gauge stock before the job began, and 
taken away immediately afterwards in 
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narrow-gauge stock, without undue inter. 
ference with the ordinary traffic—quite a 
nice problem in staff organisation and 


‘transport, apart altogether from the actua] 


work on the lines. 

All preliminary work possible was put 
in hand before the actual breaking of the 
road and then, at daybreak on Saturday, 
May 21, some 4,700 workmen, located in 
parties of twenty about a mile apart, 
began converting the broad-gauge track 
to standard gauge and made such pro- 
gress that by the evening a trial standard- 
gauge train was able to proceed from 
Exeter to Plymouth, North Road. 
Sunday, May 22, was another busy day, 
and work proceeded on main lines, branch 
lines, and in station yards, etc. By night- 
fall the whole of the track had been con- 
verted, inspected, and certified. fit for 
standard-gauge traffic on Monday morn- 
ing, May 23, when the complete passen- 
ger service was resumed. 

An enormous amount of interest was 
taken in the achievement, which was 
front page news in the press of the day. 
Public interest in the gauge controversy 
had not ceased with the passing of, the 
Railway Gauge Act, and partisanship for 
the broad gauge had been increased by 
the fine performances of such broad-gauge 
expresses as the Flying Dutchman, the 
Zulu, and The Cornishman, all associated 
with West of England services. There 
was indeed a good deal of genuine senti- 
ment about the passing of the broad 
gauge. The last through broad-gauge 
train from Paddington to Penzance left 
London at 10.15 a.m. on May 20, drawn 
by the well-known single-wheeler Great 
Western, amid sympathetic cheers from 
a large assembly of spectators who recog- 
nised the significance of the occasion, and 
demonstrations took place at all stopping 
places along the line. 

Actually the last broad-gauge train to 
leave Paddington Station was the 5 a.m. 
mail for Plymouth on May 21. This train 
was drawn by another famous single- 
wheeler, Bulkeley, and met the last 
“‘up’’ mail for Paddington in Teign- 


mouth Station, where the passengers 
spontaneously joined hands _ through 
opposite carriage windows and _ sang 


** Auld Lang Syne.’’ The locomotive 
Bulkeley brought the ‘‘ up’’ mail train 
from Bristol to Paddington and thus had 
the unique distinction of hauling the last 
broad-gauge trains both from and to 
London. 

Looking back half a 
“‘ Battle of the Gauges’’ had been a 
heroic contest and with the final dis- 
appearance of the broad gauge there was 
doubtless a real sense of loss of old and 
familiar things, in the West of England 
particularly. In view of the inevitable, 
some convertible locomotives, carriages, 
and wagons had been constructed and in 
use for some little time, and these were 
altered to standard gauge. There re- 
mained, however, a good deal of old 
unconvertible stock which was principally 
worked to Swindon where accommoda- 
tion, known as the ‘‘ mortuary,’ had 
been provided for its reception. That 
stock included no fewer than 23 of the 
famous ‘‘ Iron Duke ”’ class locomotives, 
surely some of the finest railway engines 
built up to that time. The late Sir W. M. 
Acworth, in his publication ‘‘ The Rail- 
ways of England,’’ had a special tribute 
of admiration for these when he wrote in 
1899 :— 

‘* No engines in the world have so long 
and so famous a history as these old 
engines of Sir Daniel: Gooch. . They 


century, the 
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look today with their great 8-feet driving 
wheels, and their old-world brass-mounted 
boilers and brass wheel-covers, just as 
they must have looked forty years ago, 
when our fathers gaped open-mouthed at 
the tale of their achievements. And 
indeed their achievements were in sober 
earnest remarkable enough.”’ 

Brunel’s ambitious broad gauge had 
had a life of fifty-four years, and there 
were many sincere tributes to its fame at 
its passing. Conspicuous among these 
was a Punch cartoon depicting the inter- 
ment of a broad-gauge locomotive with 
G.W.R. employees standing reverently at 
the graveside, while over all loomed the 
‘ shades ’’ of Brunel. There were accom 
panying verses by Edward Miliken en- 
titled ‘‘ The Burial of the Broad Gauge,”’ 
after the poem ‘‘ The Burial of Sir John 
Moore.”’ 

It is, perhaps, more interesting than 
profitable to speculate in these times as to 
the position of railways if Brunel had had 
his way and the broad gauge had been 
adopted as the British standard, or as to 
what could have been achieved in the 
matter of increased speeds and loads with 
an addition of 28 in. between the rails, 
but doubtless locomotive engineers could 
have made good use of those extra inches 
in the construction gauge. 

Such was the fame of the broad gauge 
that with the passing of the years it has 
been regarded as the one which differed 
from what is now the standard railway 
gauge of this country, but it should be 
remembered that when it was adopted 
public railways were in their. infancy. 
Brunel was by no means alone in depart- 
ing from the 4 ft. 8} in. gauge used by 
the Stephensons, and approximately a 
hundred miles of what is now the London 
& North Eastern Railway was originally 
constructed to a gauge of 5 ft. In 
Scotland lines were laid to both 4 ft. 6 in. 
and 5 ft. 6 in. gauges. 








INDUSTRIAI TRucK MANUFACTURERS’ 
\SSOCIATION.—An association entitled the 
‘‘ Industrial Truck Manufacturers’ Asso- 
ciation ’’’ has been formed, consisting of 
concerns which are manufacturers of 
power-operated industrial works trucks, 
tractors, or trailers, and ancillary equip- 
ment, which are primarily for internal 
works use. [he association will form a 
medium through which Government 
Departments can consult the industry on 
all matters on which the guidance of 
industrial truck manufacturers as a body 
is sought. The Association will deal with 
technical and other matters aimed not 
only at reaching the maximum of effici- 
ency in production of industrial trucks, 
but also at bringing to the notice of in- 
dustry in general the extent to which 
industrial trucks can be utilised to expe- 
dite all types of production and to assist 
in releasing labour for more important 
work. The affairs of the Associa- 
tion will be conducted through the Secre- 
taries—Peat, Marwick, Mitchell & Co., 
York Mansion, 94/98, Petty France, 
Westminster, S.W.1. 


JAPANESE SHIPPING COMPANIES.—After 
the taking over of the control of all shipping 
by the Ministry of Marine, or Admiralty, 
as reported in our May 8 issue, the Govern- 
ment has now taken over all shipping com- 
panies, and reorganised them in one con- 
cern, under a board of which Mr. Otani, 
President of the Nippon Yusen Kaisha is 
President, and the Manager of the Osaka 
Shosen Kaisha is Managing Director. 
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The last broad-gauge train to the west 


20, 1892. 


May 


The down Cornishman passing through Sonning cutting on Friday. 
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RAILWAY 


PERSONAL 

Ir. C. J. Selway has relinquished the 
Chairmanship of the R.E.C. Passenger 
Committee. Mr. Selway resigned from 
his position as Passenger Manager, 
Southern Area, of the L.N.E.R. in 1940, 
but continued to act as Chairman of the 
R.E.C. Passenger Committee at the 


special request of the Railway Executive 
Committee so that that body could have 
the benefit of his great experience in all 
matters affecting passenger traffic. 


Mr. W. M. Perts, Commercial Superin- 
tendent, Southern Railway, has 
appointed Chairman of the R.E.C. 
senger Committee in to 
C. J. Selway. 


been 
Pas- 


Mr. 


succession 


Mr. J. E. T. Stanbra, Secretary, Railway 
Clearing House, London, has been elected 
to Corporate membership of the Institute 
of Transport, and Mr. C. E. Whitworth, 
\ssistant to Secretary, Railway Research 


Service, has been elected an Associate 
Member. 

Sir Ralph Wedgwood, formerly Chief 
General Manager of the L.N.E.R., has 


resigned from the board of the Associated 
British Picture Corporation, and its sub- 
sidiaries. Sir Ralph Wedgwood was 
appointed Chairman of the corporation ii 
September last. 

Mr. W. S. Coe, whose retirement from 
the position of Secretary of the Great 
Southern Railways, Eire, was recorded in 
our February 20 issue, was presented on 
April 23 with a clock and of 
cutlery by the Chief Officers. 


canteen 


[The death occurred on 
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retired from the post 
Manager for the Great 
at Reading in June, 
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at 


We regret to record the death on 
May 19, at the age 70, of Mr. F. W. 
Showers, who retired from the position of 
Surveyor & Estate Agent, Great Western 
Railway, on March 31 last. 


of 


‘he Imperial Service Medal has been 
awarded to Mr. Sitambaram Suppiah, a 
Kangany (Foreman of a gang of coolies) 
on the Ceylon Government Railway. 


Mr. Frederick W. Hankins, Assistant 
Vice-President (Operation) of the Penn- 
sylvania Railroad, has been made a Doctor 
of Science of Bucknell University. He 
entered the service of the Allegheny 
Valley (now Pennsylvania) Railroad as a 
machinist in 1897. He was promoted to 


Master Mechanic in 1916, and in 1927 
became Chief of Motive Power, and was 
in addition appointed Assistant Vice- 


President in charge of Operation in 1931. 
His present title was created last year. 
One of his outstanding achievements, as 
Chief of Motive Power, was the reorgani- 
sation, to meet modern conditions, of the 
locomotive repair shops, and he is well 
known also for the great interest which 
he has always taken in the selection and 
training of personnel. 
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Mr. C. J. Selway, who has relinquished 
the Chairmanship of the R.E.C. Passenger 
Committee, resigned from his position as 
Passenger Manager, Southern Area, of the 
L.N.E.R. in 1940, but he continued to 
officiate Chairman of the R.E.C. 
Passenger Committee at the special request 
of the Railway Executive Committee, so 
that that body could have the benefit of his 
long experience in all matters affecting 
passenger traffic. Mr. Selway joined the 


as 





Mr. C. J. Selway 
Passenger Manager, Southern Area, L.N.E.R., 1923-40 


Chairman, R.E.C Passer 
Great Northern Railway Company’s service 
in 1892, in the office of the Superintendent 
of the Line. He was later transferred to 
the General Manager’s office and for some 
years acted as Secretary of various joint- 
line committees and as Assistant to the 
General Manager. At the end of 1910, 
when the office of the General Superinten- 
dent, Chief Passenger Agent, and Running 
Superintendent, were merged in that of the 
Superintendent of the Line, he was 
appointed Assistant Superintendent of the 
Line. He became Superintendent in 1914, 
and when the amalgamation took place in 
1923 he became Passenger Manager (South- 
ern Area) of the London & North Eastern 
Railway. He was a member of the Railway 
Executive Superintendents’ Committee from 
1914 until the railways were de-controlled 
in 1921, and in that year he was elected 
Chairman of the Superintendents’ Confer- 
ence at the Railway Clearing House ; 
served in that position in 1929, 1936, 
and 1938. He was also Chairman 
1933 to 1938 of the Fares & 
Committee appointed under the London 
Transport Act in 1933. He became 
Chairman of the Passenger Committee 
of the Railway Executive Committee 
in 1938. 
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NEWS SECTION 


Mr. F. W. Whittingham, Area Technical 
Assistant, Signal & Telegraph Department, 
Chester, L.M.S.R., whose retirement was 
recorded in our May 8 issue, joined the 
staff of the Midland Railway in March, 
1893, at Skipton. Six years later he trans- 
ferred to Derby in the New Works Section, 


and in 1902 was appointed to Luton as 
\ssistant Inspector on the London & 
Bedford District (Maintenance). Mr. Whit- 


tingham was appointed Assistant Inspector 


, C.VO., C.B.E. 


i1ger Committee, 1938-42 


for New Works, Derby, South 
\reas, in 1907, and in June, 
became Inspector at St. Albans for the 
London & Bedford District. In August, 
1930, Mr. Whittingham was made Chief 
Inspector, Nottingham, L.M.S.R., Signals 
& Telegraphs, Derby, South Area, and in 
1934 became District Assistant, Aber- 
gavenny, South & Central Works Area. 
Mr. Whittingham transferred to the Chester 
Area, District Assistant, in January, 
1937, and, in July, 1938, was appointed 
Area Technical Assistant when that area 
was extended 


& West 
1913, he 


as 


Mr. H. J. S. Moyses, O.B.E., Managing 
Director of the Birmingham Railway Car- 
riage & Wagon Co. Ltd., was the subject of 
tributes at the recent annual meeting of the 
company. Sir Bernard D. F. Docker, 
K.B.E., J.P., Chairman, said that success 
or failure more often than not depended on 
leadership or lack of it. In the case of this 
company leadership of the best type was 
exemplified to a marked degree in Mr. 
Moyses, the Managing Director. Mr. George 
Beech, who proposed a vote of thanks to the 
Chairman and directors, said that stock- 
holders recognised the outstanding service 
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rendered by the Managing Director, Mr 
Moyses, upon whose shoulders chief 
responsibility fell. 


record the death of Mr 
John Miller, B.E., LL.D., M.Inst.C.E., on 
May 16, Director of Aircraft Production 
(Factories), and formerly Chief Engineer, 


We regret to 


The late Mr. John Miller 


Engineer, North Eastern Area, L.N.E.R 
1925-1937 


L.N.E.R. (N.E. Area). He was educated 
at Belfast and obtained his degree of 
Bachelor of Engineering (Honours) at the 
University of Ireland, Dublin. Mr. Miller 
joined the Pennsylvania Railroad, U.S.A., 
and served successively as Draughtsman, 
Inspector and Assistant Engineer. On his 
return to this country in 1916 Mr. Miller 
was appointed Assistant Engineer, Great 
Eastern Railway, became Chief Assistant 
Engineer in 1917, and Chief Civil Engineer 
in 1918. After the formation of the 
L.N.E.R. in 1923 Mr. Miller held the office 
of Chief Civil Engineer, Great Eastern 
Section He was appointed Engineer in 


charge of the North Eastern Area in 
January, 1925, which position he held 
until his retirement in 1937. Mr. Miller 
was President of the Permanent Way 


Institution in 1920 and 1921, and Chairman 
of the Yorkshire Section of the Institution 
of Civil Engineers in the 1930-1931 session 


We regret to record the death, on May 12, 
of Mr. Ronald H. Green, a director of the 
English Electric Export Co. Ltd., after an 
operat.on at Sydney, Australia. 


Sir John Prescott Hewett, G.C.S.1., 
K.B.E., who was a director of the General 
Electric Co. Ltd., left £19,950. 


Mr. T. E. Heywood, Mechanical Engineer, 
Scotland, L.N.E.R., whose retirement was 
recorded in our May 1 issue, started his 
railway career in 1897, as a pupil of the 
late Mr. T. Hurry Riches, Locomotive Super- 
intendent of the Taff Vale Railway. He 
gained a three-years’ scholarship at the 
University of South Wales & Monmouth- 
shire, and, during the course, was awarded 
the Gold Medal and a Whitworth Exhibi- 
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tion. Mr. Heywood was appointed Assist- 
ant Locomotive Superintendent to the 
Burma Railway in 1902, which position he 
resigned in 1905 to accept the appointment 
of Assistant Locomotive Superintendent, 
Taff Vale Railway. In 1914 Mr. Heywood 
became Locomotive & Carriage & Wagon 
Superintendent, Great North of Scotland 
Railway, and, in 1924, was appointed 



















































Mr. T. E. Heywood. 


Mechanical Engineer, Scotland, 
L.N.E.R., 1927-1942 


Mechanical Engineer (Great Central Sec- 
tion), L.N.E.R., under the late Sir Nigel 
Gresley. Mr. Heywood was appointed 
Mechanical Engineer (Scotland) in 1927. 


Mr. L. Reeves, Locomotive Works Mana- 
ger, Darlington, L.N.E.R., who, as recorded 
in our May I issue, has been appointed 
Mechanical Engineer, Scotland, joined the 
staff of the Great Eastern Railway in 1908. 
He continued his technical studies at the 
railway company’s institute and the East 
London College (University of London). 





The late Mr. J. E. Potter 


Divisional Superintendent, Worcester, 
G.W.R., 1937-42 
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Mr. Reeves was engaged on various ‘uties 


at Stratford and was appointed As-istant 
to the Locomotive Works Manager, Strat- 
ford, in July, 1930. In January, 1943, he 
was appointed Assistant Locomotive \\Vorks 


Manager, Darlington, and became loco. 
motive Works Manager there in June. 194] 
Mr. Reeves is an Associate Member of the 


Institute of Mechanical Engineers. 


Mr. L. Reeves 


Appointed Mechanical Engineer, Scotland, 
L.N.E.R. 


We regret. to record the death, at the 
age of 57, on May 15, of Mr. J. E. Potter 
Divisional Superintendent, Worcester, 
G.W.R. He was the younger brother of 
Mr. Frank Rowe Potter, former Superin- 
tendent of the Line, G.W.R., who died 
in January last. He entered the service in 
1901. From 1909 to January, 1913, he 
was Stationmaster at Marlborough, but 
returned at the latter time to the Office 
of the Superintendent of the Line, and 
was made a passenger train runner. This 
position he resumed after service in 
the Army and in 1930 he was ap- 
pointed Chief Clerk to the Divisional 
Superintendent at Gloucester. In 1932 


he was transferred to a_ similar posi- 
tion at Plymouth, and was_ promoted 
Assistant to the District Traffic Manager 


at Plymouth in September, 1933. Mr 
Potter was appointed Assistant Divisional 
Superintendent at Paddington in Janu- 
1935, and he went to Worcester as 


ary, 
Divisional Superintendent in October, 
1937. The funeral took place at Wolver- 


hampton Borough Cemetery on Tuesday, 
May 19, after a short service at St. Peter's 
Church, Worcester. In addition to family 
mourners, at the funeral the Great 
Western Railway was represented by: 
Mr. H. J. Peacock, Assistant Superinten- 
dent of the Line (also representing Mr. 
Gilbert Matthews, Superintendent of the 
Line); Mr. C. T. Cox, Divisional Super- 
intendent, Paddington; Mr. A. V. R. 
Brown, Divisional Superintendent, Bir- 
mingham; Mr. H. H. Swift, Divisional 
Superintendent, Chester; Mr. J. F. M. 
Taylor, Assistant Divisional Superinten- 
dent, Worcester; Mr. A. J. Insall, Assis- 
tant Divisional Superintendent, Birming- 
ham; Mr. F. H. D. Page, Signal Engi- 
neer; Mr. J. R. C. Williams, Station- 
master, Paddington; Mr. W. R. Charlton; 
and Chief Inspector Partridge, M.B.E. 
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TRANSPORT SERVICES AND THE WAR—140 


Whitsuntide—and After 

Lord Leathers, Minister of War Trans- 
port, issued the following message to those 
making plans for Whitsuntide or summer 
holidays :— 

“Once again I must issue a warning 
against making any holiday plans which 
involve travel. Such plans are contrary to 
public interest. The many pressing calls 
on transport for the movement of vital 
supplies make it essential that no less 
restrictions on travel shall apply to Whitsun 
than applied at Easter. I have therefore 
decided that, in no circumstances, shall more 
long distance passenger trains be run on 
any weekday during the period May 22 to 
May 26 inclusive than the maximum 
number run on an ordinary weekday during 
the month of May, 1942. Trains on Whit- 
Sunday will not exceed the number run 
on any ordinary Sunday during the same 
month. There will .be no extra fuel for 
special road services. 

“In peace, Whitsuntide marks the open- 
ing of the summer holiday season, and 
never have our short holidays been more 
faithfully earned than this year. Today, 
however, the call is for attack. The 
response to this is so widely echoed and its 
significance so fully understood that you 
will not be surprised when I tell you that 
passenger services throughout the summer 
are to be maintained on a wartime basis. 
Only such limited number of trains will be 
provided as can be run without in any way 
impeding freight or other essential traffic. 
Only in this way can the transport system 
be kept clear to meet the requirements of 
our fighting forces. 

‘The overwhelming majority of the 
public have shown, both at Christmas and 
Easter, that they are just as determined as 
I am that no action on their part should 
impede these movements. I rély on their 
continued co-operation.” 


Service Leave 

The dates on which members of the Forces 
would normally be travelling on leave have 
been adjusted so as to reduce travel at 
Whitsuntide to the minimum. Generally, 
the five days May 22 to May 26 (inclusive) 
will be regarded as a closed period and 
during this time outward travel on leave 
in the Royal Navy and the Royal Air Force 
will be suspended. Similar arrangements 
are being made in the Army, except that 
men will be allowed to go on privilege leave 
(7 days) on Friday, May 22. These arrange- 
ments do not apply, however, to members 
of the Forces travelling on compassionate, 
sick, or embarkation leave, and Naval and 
Air Force personnel engaged on operational 
duties who are due for leave. Similar 
restrictions are being applied to the Public 
Services generally. 


Withdrawal of Restaurant Cars 

The running of restaurant cars has been 
reviewed in the light of present and prospec- 
tive transport requirements, and _ the 
Minister of War Transport has decided that 
the numbers must be reduced drastically as 
a further step towards the complete with- 
drawal of such services, which may later be 
necessary. After Whitsuntide week-end 
(Friday, May 22, to Tuesday, May 26, 
inclusive), when, as at Easter, restaurant 
and buffet cars will be withdrawn altogether, 
only limited numbers will be restored, and 
they will be run only on trains selected as 
being those on which such facilities serve 
the most useful purpose and on which they 
can be provided at present without operat- 


ing difficulties or interference with essential 
traffic. The effect of this decision will be 
to reduce the number of restaurant car 
services from over 400 to 37 in each 
direction. 


SOUTHERN RAILWAY 

All the Pullman, refreshment, and 
restaurant cars on the Southern Railway 
were withdrawn with the introduction of 
the new timetable on May 4, with the 
exception of the following trains on the 
West of England line: Weekdays, 9 a.m., 
10.50 a.m., and 5 p.m., Waterloo to Exeter ; 
7.30 a.m., 12.50 p.m., and 5.53 p.m., 
Exeter to Waterloo. Sundays, 11 a.m. and 
4 p.m., Waterloo to Exeter; 12 noon and 
5 p.m., Exeter to Waterloo. 


G.W.R. 

From Wednesday, May 27, all buffet 
cars on the G.W.R. (including buffet 
facilities on the Birmingham and Cardiff 
diesel railcar service) will be withdrawn 
until further notice. From the same date 
the only journeys on which restaurant cars 
will be provided will be as follow :— 


Train From To 
Weekdays 
10.30 a.m. Paddington... Penzance 
9.30 a.m. Penzance Paddington 
10.40 a.m. Paddington Kingswear 
8 a.m. Penzance Paddington 
11.5 a.m. Paddington Birkenhead 
11.40 a.m. Birkenhead Paddington 
11.55 a.m. Paddington ... Swansea 
8.15 a.m. (Neyland) Swansea Paddington 
1.30p.m.  ... Paddington . Penzance 
Il a.m. ... Penzance ... Paddington 
4.15 p.m. Paddington... Plymouth 
8.30 a.m. Plymouth Paddington 
5.55 p.m Paddington... Cardiff 
8.15 a.m Cardiff ins Paddington 
6.30 p.m Paddington... Bristol 
12 noon Bristol “ Paddington 
Sundays 

10.30 a.m Paddington... Penzance 
11.35 a.m Penzance Paddington 
4.30 p.m Paddington... Plymouth 
9.35 a.m Plymouth Paddington 
5.30 p.m Paddington... a: Swansea 
6.10 a.m (Fishguard) Swanse: Paddington 


Places shown in brackets are the starting points of the 
trains on which the restaurant cars are not attached 
until the subsequent point shown. 

It is not intended that the restaurant 
cars should be replaced by passenger- 
carrying coaches, so that there may be 
advantage from an operating point of view 
in the reduced tonnage of the trains. 


S.R. Summer Timetables 

In various directions running times over 
the S.R. main lines have been eased in the 
interests of punctuality, particularly over 
the Western Division into Waterloo, on 
which, until the new timetable, no addi- 
tional time had been allowed for the stop 
now made by all up expresses at Woking. 
Thus the 7.30 a.m. ex-Exeter now reaches 
Waterloo at 11.45 instead of 11.23 a.m.; 
the 8.20 a.m. from Plymouth at 2.39 
instead of 2.80 p.m. The 8.15 a.m. from 
Ilfracombe runs through to Waterloo ahead 
of the latter, leaving Exeter at 10.25 a.m., 
and the 8.30 a.m. from Padstow similarly 
runs through from Exeter at 12.15 p.m. ; 
both call only at Salisbury, Andover, and’ 
Woking, and reach Waterloo at 2.14 and 
4.14 p.m. respectively. Another new train 
is a 2.10 p.m. from Ilfracombe and 2.25 p.m. 
from Plymouth, calling at principal stations 
and reaching Waterloo at 8.45 p.m. In 
the down direction the Padstow and Ply- 
mouth sections of the 10.50 a.m. from 
Waterloo are shown as an independent 
restaurant-car train at 10.59 a.m., though 
actually this has been in operation for some 
time past. Down trains on the Bourne- 
mouth line are little altered, but up trains 
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have eased timing ; the expresses hitherto 
booked into Waterloo at 10.5, 10.56 a.m., 
12.55, and 4.58 p.m. arrive at 10.8, 10.59 
a.m., 12.59 and 5.8 p.m., though the 2,20 
p-m. from Bournemouth West. (2.30 p.m, 
from Central) is due at 4.51 p.m., 4 min, 
earlier. There are no changes of note on 
the Central Division, but on the Eastern 
Division there has been some slowing of 
times on the coastal section between 
Folkestone, Dover, Deal, and Ramsgate. 
The 7.15 p.m. from’ Victoria to Ramsgate 
calls additionally at Sittingbourne, and 
reaches Ramsgate at 9.43 instead of 9.30 
p.m, 


L.M.S.R. Branch Closed 

Passenger service has been withdrawn, 
from May 4, on the L.M.S.R. Oxenholme 
to Arnside branch, and the stations at 
Heversham and Sandside have been closed 
to passenger traffic. This branch links the 
West Coast main line with the Furness 
section at Arnside, and by its closing all 
exchange traffic is now concentrated on 
Carnforth. 


L.M.S.R. Service Withdrawn 

By the withdrawal of the midday electric 
service between Broad Street and Watford, 
L.M.S.R., the trains between Broad Street 
and Watford are now confined to the 
morning and evening rush hours on week- 
days. At all other times passengers 
between the Watford line and Broad Street 
must change at Willesden Junction, and 
use the service between Willesden (High 
Level) and Broad Street via Hampstead 
Heath. 


Experimental Two-Berth Sleepers 
We reproduce a drawing showing the 
arrangement of one of the experimental 
two-berth first class sleeping cars which, 
as* we recorded briefly last week (page 
582), made their appearance on the 
L.M.S.R. on May 11. As will be seen, 
the two berths are installed one above 
the other, and a light step ladder is pro- 
vided for the use of the occupant of the 
top berth. Duplicate bedside lighting 
for each berth has been installed. By 
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Arrangement of L.M.S.R. first class 

sleeping compartment with upper berth 

added. View looking towards corridor 
partition 
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reason of war conditions, the number of 
sleeping berths has been curtailed con- 
siderably, and this experiment is designed 
to provide additional accommodation on 
hefivily-booked trains without adding to 
the tare weight. It is the end single- 
berth compartments on certain coaches 
that have been converted, and_ the 
vehicles so equipped have accommodation 
for fourteen passengers instead of twelve. 
We understand that, if the conversion of 
these experimental coaches proves success- 
ful, other fifst class sleeping cars will be 
equipped similarly. The initial trains to 
be served with these vehicles were the 
9.15 p.m. (9.20 p.m. on Sundays) from 
Euston to Glasgow, and the 9.30 p.m. 
from Glasgow to Euston. 


‘* Going Slow ’’ To Speed War Effort 

By slowing certain trains on the London, 
Tilbury & Southend Section, the L.M.S.R. 
has speeded up the war effort. Adding a 
few minutes to the journey time of trains 
on this section of the line, has made it 
possible to work the trains with lower 
powered locomotives. The higher powered 


engines thus released have been made 
available for important freight traffic 
movement, practically all of which is 


directly connected with the production of 
munitions. The deceleration is so small 
the maximum amount is 6 minutes betwee> 
Southend and London—that little incon- 
venience is caused to the travelling public. 
The programme has been carried out 
gradually, but is now completed. 


Brighton Trolleybuses for Newcastle 

It is reported that the Newcastle-on- 
Tyne Transport & Electricity Department 
is to hire from the Brighton Corporation 
Transport Department five A.E.C. trolley- 
buses. These form part of the fleet of 44 
vehicles ordered in 1938 in connection with 
tramway abandonment. Reduced traffic 
due to the Defence Area restrictions on the 
Sussex coast have led to the restricted use 
of these trolleybuses. 

Conductresses Only 

As all its male conductors have now 
been called up for military service, the 
Gosport & Fareham Omnibus Company is 
relying entirely on conductresses for the 
maintenance of its services. The company 
operates motorbuses on ten routes in the 
neighbourhoods of Gosport, Alverstoke, and 
Fareham, with 20 single-deck and 21 double- 
deck buses. These services were begun in 
September, 1929, when the ~ Portsmouth 
Street Tramways Company (maintaining a 
tramway service between Gosport and Fare- 
ham) abandoned its tramways in favour of 
buses and changed its name to the Gosport 
& Fareham Omnibus Company. 


Light on Bus Steps 

The lighting of the platforms of London 
Transport buses, trolleybuses, and trams 
is to be increased. The existing illumina- 
tion of 0-005 ft./candles throws a small 
beam of light on the step and so assists 
passengers to board and alight. It was 
found that the standard was not sufficient, 
and, after tests with higher-powered lights, 
the Ministry of Home Security has now 
agreed that illumination of 0-035 ft./candles 
can be used safely. The work of equipping 
all vehicles with the improved lighting is 
now in hand. 

U.S.A. Rail Abandonment Prohibited 

An Order issued by the Office of Defense 
Transportation on March 25, which became 
effective on April 1, prohibits railways and 
local transit companies from substituting 
bus services for train or tramcar services 
on existing rail routes in the U.S.A., with- 
out specific authorisation by the Office of 
Defense Transportation. The terms of the 
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order prohibit such substitution either 
directly or through an associate or sub- 
sidiary concern. A bus is defined as “‘ any 
rubber -tyred vehicle used in the trans- 
portation of passengers having a capacity of 
10 or more passengers’’ and therefore, 
presumably, includes trolleybuses. 


Women on North American Railways 

More than 30,000 women are now em- 
ployed by North American railways, accord- 
ing to a recent survey, and this number is 
increasing rapidly as more railwaymen are 
entering military service and defence work. 
Of the total the New York Central employs 
about 4,000 women, the Canadian Pacific 
2,500, the Southern Pacific 2,200, the 
Canadian National 2,000, the Pennsyl- 
vania 1,300, and the Missouri Pacific 1,000. 


Sava Railway Bridge at Slavonski Brod 

The Sava iron railway bridge at Sla- 
vonski Brod, built in 1879, was blown up 
by the Jugoslav Forces on April 12, 1941. 
The bridge carried the 2 ft. 6 in. gauge rail- 
way line branching off at Slavonski Brod 
station on the Belgrade-Zagreb main line 
(139 miles to the west of Belgrade), and 
leading in a southerly direction to Sarajevo. 
Bosanski Brod is the station on the southern 
bank of the River Sava. The bridge had 
a length of 80 metres (262 ft. 6 in.) and 
consisted of five spans, four of which, 
weighing 1,600 metric tons, fell into the 
river when three pillars were destroyed. 
Reconstruction, carried on night and day, 
was begun on May 25, 1941, under the 
supervision of the Vienna Reichsbahn- 
direktion, and 900 men were continually 
employed. The iron spans which had 
fallen into the river were lifted within 
three months, it is stated. For the recon- 
struction of the bridge, 200 metric tons of 
lattice iron work and iron girders weighing 
250 metric tons were used; also 2,900 cu. 
metres (102,420 cu. ft.) of timber for the 
reconstruction of the pillars, which also 
needed 1,200 cu. metres (42,380 cu. ft.) 
of other materials, apart from 270 metric 
tons of cement. The bridge was reopened 
to traffic on August 31, 1941. 

Proposed New Serbian Railways 

The Serbian’ Government has approved 
the construction of two new railway sec- 
tions, according to Belgrade messages of 
the Official German News Agency. The 
first is the initial section of the pro- 
jected extension of the standard-gauge 
Belgrade—Kucevo line towards Kladovo 
on the Danube, opposite Turnu-Severin, as 
far as Majdanpek, centre of iron-ore de- 
posits about 15 miles from the present 
terminus at Kucevo. The second is a 
standard-gauge branch of the Nish—Pra- 
hovo line, from a station north of Zajecar 
westward for about 20 miles to Bor, 
centre of copper mines. At present Bor 
is connected with the 2 ft. 6 in. gauge 
Paracin—Zajecar line at Metovnica 
Station by a 2 ft. 6 in. gauge private 
mineral line, 13 miles long. The new 
branch line will provide a standard-gauge 
direct connection with Prahovo-Prista- 
niste, the railway port on the Danube. 
The Bor copper mines are the richest in 
Europe and produce nearly a quarter of 
the total European output, exclusive of 
the U.S.S.R. German attempts to 
acquire control of them date back to the 
early months of the war, but were begun 
in earnest after the defeat of France. 


Negotiations were conducted by Franz 
Neuhausen, former German  Consul- 
General in Belgrade and Chairman of 


the German Consortium Bor, established 
under the auspices of Hermann G6ring. 
The Preussische . Staatsbank acted as 
financial trustee. Neuhausen visited Paris 
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and succeeded in purchasing the majority 
holding of the Paris Banking house of 
Mirabeau et Fils after negotiations lasting 
till February, 1941. The Temps of Feb- 


ruary 8, 1941, had a notice from the 
company stating that the transfer was 
negotiated with the approval of the 


French Government and advising share- 
holders to dispose of their holdings at the 
agreed price of fr. 3,500 a share. The 
last date for disposal was fixed for Decem- 
ber 15, 1941. Large numbers of the 
shares in the Compagnie Francaise des 
Mines de Bor which were placed on the 
market towards the end of 1941 were pur- 
chased through Germanised banking con- 
cerns at Strasbourg, and the headquarters 
ot the company was moved to Stras- 
bourg in January, 1942. 


Railways in Russian Poland 

When the Germans occupied the Polish 
regions formerly held by the Russians, to the 
east and north of the General Gouverne- 
ment (Poland), apart from the Eastern 
Galician region, their first endeavour was 
to re-convert to European standard gauge 
(4 ft. 8} in.) the railway lines which the 
Russians had converted to Russian broad 
gauge (5 ft.). Administratively, the whole 
system comprised within those regions, at 
first placed under a management estab- 
lished at Bialystok, was recently attached 
to the K6nigsberg (East Prussia) Reichs- 
bahndirektion, while the Bialystok manage- 
ment was abolished. The system con- 
cerned has a length of 1,064 km. (661 miles), 
and comprises 65 stations open to all 
traffic, as well as numerous halts. 


Motor Rationing in Argentina 

A drastic scheme for rationing motorcars 
and lorries, the latter not exceeding 4,080 
kilos. gross weight, has been launched by 
the Argentine Government, which has issued 
a decree creating a Control Board entrusted 
with its application under the direction of 
the Ministries of Finance and Agriculture. 
The decree extends to all new vehicles of 
the classes mentioned, whether in the 
country or to be imported in the future. 
The period during which the decree is to 
remain in force is two years. Thus the 
scheme is linked with the suspension of the 
manufacture of these vehicles in the United 
States, where a rationing system has been 
established both for home use and export 
for a similar period. The new decree 
establishes that priority in the supply of 
motorcars and light lorries is to be given 
to the requirements of the Army and Navy ; 
the public health departments (including 
both official and private doctors and veteri- 
nary surgeons who use their cars for pro- 
fessional purpose) ; public security depart- 
ments (including fire brigades and police) ; 
public services (including postal and tele- 
graph departments ; national roads board ; 
air services; electricity companies; the 
transport of strategic and war materials, 
foodstuffs, and fuel, agricultural and pas- 
toral produce, and other essential services). 


Railway Services in Java 
Normal railway services have been 
resumed on all lines in Java, excepting that 
between Batavia and Merak, according to a 
Vichy news agency message dated May 13. 
A map of the railways of Java was pub- 
lished at page 457 of our April 10 issue. 
British Control in Ethiopia 
It is reported from Addis Ababa that 
British and Imperial troops are no longer 
prominent in Ethiopia since the agreement 
for the restoration of control in that country 
to the Emperor and his Government. 
British control is still maintained, how- 
ever, over the railway, the radio, and other 
forms of communication. 
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U.S.A. Tribute to British 
Railway Advertising 


In the March issue of Nation’s Busi- 
ness, the official magazine of the Chamber 
of Commerce of the United States, a sec- 
tion is devoted to British business under 
war conditions. War-experienced England 
js described as encouraging business to 
encourage future customers by keeping 
the machinery of trade in gear and ready 


to go. Wartime advertising of many 
British national advertisers is illustrated 
and described and _ British railways’ 


advertising is commented on at some 
length. 

The publication considers that as fine 
an example of advertising as any is the 
consistent joint programme of the four 
great British railways. ‘‘ Nowhere is 
there a selling talk for immediate busi- 
ness To the contrary, passengers are 
urged to ‘ travel only when you must,’ 
but when you do travel, the British rail- 
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British Railways are anxious to provide complete services for the 


public, National duties: may prevent them 


which you, and they, might wish, but please be indulgent 


National needa MUST 


running all the trains 


rememoer ; 
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ways hope you will make understanding 
allowances for some of the things you 
may encounter, especially the black-out,”’ 
states the journal. 

“* Has it ever occurred to you that the 
station staff work under great difficul- 
ties ’’ at such times, they ask, and won’t 
you help by telling your fellow passen- 
gers the names of the station, by closing 
the carriage door after you, and by not 
running up the blinds? And won’t you 
remember, please, that the railways have 
little or no surplus margin of food for 
unexpected guests in their refreshment 
rooms and dining cars. But along 
with this note of polite apology, there 
runs through the British railways adver- 
tising, as through that of British busi- 
ness, a fierce pride in what they are doing. 
Under the heading ‘‘ O.H.M.S.’’—talis- 
manic letters which to the Britisher mean 
“On His Majesty’s Service ’’—three 
blacked-out trains rush through the night 
bearing ‘* Food,’’ ‘* Munitions,’’ 
‘‘ Troops,’’ with this explanation: British 
anxious to provide com- 
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Leave Weekend trips 
to the Tanks 


British Railways are busiest at the 
weekend transporting tanks and 


guns and food and coal. 


Help to keep the Nation's life lines 
clear for these vital supplies by 


avviding weekend rail journeys. 
n 


BRITISH RAILWAYS 
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come firnét % 


Frains, Troop Trains, Munition Trains . . 
in an endless cavalcade along the gleaming steel highway | 


ther go, safely carrying their loads of men and materials to | 
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plete services for the public. National 
duties may prevent them running all the 
trains which you, and they, might wish, 
but please be indulgent remember 
National needs MUST come first. 

Two examples of railway advertising 
are reproduced. One of these—1,000,000 
miles a day—appeared in this country in 
the trade and technical press only, and 
the other formed part of a national and 
provincial press scheme some few months 
ago. Both advertisements are reproduced 
at the foot of this page, together with 
“‘O.H.M.S.’’ mentioned in the text, which 
appeared in THE Railway GAZETTE in 
March, 1940. 

The institutional aspect of the British 
railways’ advertising campaign has appar- 
ently impressed itself considerably on 
American railways, for the article’ is 
written by Colonel Robert S. Henry, 
Assistant to the President of the Asso- 
ciation of American Railroads and many 
of the American railway advertisements 
now appearing have a similar ‘‘ mainten- 
ance advertising ’’ atmosphere. 





British Ratheay Frais cover over a million miles a day in the. 


service of the Nation and the Public. Godds Trains, Passenger | 


. day in, ‘day out, 


every corner of the Kingdom. Thus British Railways, essential 


peace-fine, ane vital necessity in time of war, 


The three advertisements to which reference was made in “ Nation’s Business” 











German Wagon Building 


It is now possible to give some further 
letails about the financial position of 
Linke-Hofmann Werke A.G., of Breslau, 
and of Waggon- und Maschinenfabrik A.G. 
vorm. Busch, of Bautzen, two companies 
belonging to the same concern, the Mittel- 
stahl group, some information about which 
vas published in our issue of April 24, at 
page 509. Details have also been received 
about the financial position of Waggon- 
fabrik Merdingen A.G., of Merdingen. 


Waggon- und Maschinenfabrik A.G. vorm. 
Busch, of Bautzen 

This company showed a gross profit for 
the financial year ended September 30, 
1941, of RM.8,010,000, against RM. 
7,010,000 for the previous one. The net 
profit for these two years, as already re- 
ported in our issue of April 24, was RM. 
310,145 and RM. 426,206, respectively. 


Plants were valued at RM. 2,510,000 
(RM. 1,680,000 for the previous year), and 
liabilities stood at RM. 3,330,000 (RM. 
2,370,000 for the year before). Working 
capital amounted to RM. 13,170,000 in 
1941, against RM. 9,840,000 in 1940. 


Waggonfabrik Merdingen A.G., of 
Merdingen 
The gross profit for the financial year 
ended September 30, 1941, was RM. 
11,400,000, compared with RM. 9,370,000 
for the year before. Of the various allo- 
cations, depreciation absorbed RM.1,090,000 


(RM. 1,240,000 in 1940), taxation RM. 
2,990,000 (RM. 1,410,000 in 1940), and 
salaries and wages RM. 7,040,000 (RM. 


6,360,000 in 1940). The net profit for the 
year ended September 30, 1941, was RM. 
292,070, against RM. 290,138 for the pre- 
vious year. In 1941 a dividend of 4 per 
cent. was paid on the increased share 
capital of RM. 6,300,000; a dividend of 





6 per cent. was paid in 1940 on the then 
share capital of RM. 4,200,000. 
Linke-Hofmann Werke A.G., of Breslau 

This company, the most important rolling 
stock builders in Eastern Germany, returned 
for 1941 a gross profit of RM. 17,270,000, 
an increase of about 20-4 per cent. over the 
figure of RM. 15,880,000 for the previous 
year. The net profit amounted to RM. 
589,135, enabling the company to pay a 
dividend of 5 per cent. on its old share 
capital of RM. 5,500,000, which has now 
been increased to RM. 8,250,000 (as was 
reported as imminent in our April 24 issue). 
It is reported that reduction in taxation 
from RM.4,100,000 in 1940 to RM. 3,620,000 
in 1941 contributed to the increase in gross 
profit. The company’s plants were valued 
at RM. 10,770,000, compared with RM. 
7,070,000 the year before, and long-term 
credits accruing from supplies of rolling 
stock to Turkey amounted to RM. 2,020,000 
against RM. 5,050,000 for 1940. 
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Parliamentary Notes 


Inland Transport 


Lord Strabolgi, in the House of Lords on 
May 13, asked the Government what steps 
were being taken or proposed to improve 
inland transport for war purposes. He 
paid a tribute to the Minister of War 
Transport for his helpfulness in difficulties 
which private users encountered. The 
Ministry was most prompt in dealing 
with troubles and very sympathetic in 
trying to remove difficulties. He was 
associated with a number of companies 
who were very large users of the railways. 
They sent every year thousands of tons of 
steel products by railways and they got 
very good service. He was authorised to 
say that by his colleagues who handled 
this immense traffic. They felt that great 
credit was due to the Railway Executive 
Committee acting on behalf of the Minister 
of War Transport. At the same time he felt 
there was a loss of efficiency due to the 
continued existence of four separate rail- 
way systems. He went on to urge that 
the nation should buy the railways at 
the present Stock Exchange value which 
he put at £750,000,000, and said that 
3 per cent. interest on that sum would 
amount to £22,500,000, on that basis the 
Exchequer would have to find £22,500,000 
instead of the £38,000,000 now being paid 
for rent, leaving out the payment to the 
London Passenger Transport Board. 


Lord Leathers said that the carriage of 
goods and passengers by rail, road, and 
canal was an absolutely essential factor in 
the whole war programme. No planning of 
war production was possible without the 
co-ordinated planning of war transport. 
The main work of inland transport fell 
under the four heads of railways, roads, 
canals, and coastwise shipping. To meet 
the tremendous wartime traffic on railways 
they had done a great deal of constructional 
work in increasing line capacity, in the 
provision and strengthening of alternative 
routes and by-passing congested points. 
They had installed new signalling capacities 
and marshalling yards and exchange sidings. 
Since the outbreak of war some 350 works 
of that kind had been completed and 280 
were now in hand They were pushing 
ahead as fast as possible with the latter 
works, and most of them would be finished 
and in use by the autumn. He had also to 
watch the construction and maintenance of 
locomotives and rolling stock. Many engines 
and wagons had been sent overseas and 
although these had been invaluable in other 
theatres of war, their absence had, of course, 
had its repercussions at home. However, 
they had taken measures to speed up 
repairs, to retain in service engines which 
would ordinarily have been scrapped, and 
to push up the construction programme in 
the railway workshops Some 78,000 
workers were now employed in the rail- 
way shops. That number showed a con- 
siderable increase on 1939—an _ increase 
achieved mainly by dilution and the em- 
ployment of some 11,000 women. 

Besides plans of new works and con- 
struction, their efforts on the operational 
side might appear unspectacular. So far 
as freight traffic was concerned, they saw 
that movements were planned in advance 
so as to avoid all unnecessary haulage and 
to facilitate loading in bulk. On passenger 
transport by rail his department was guided 
by two main principles—namely, first to 
maintain all essential facilities for the 
movement of the Forces and those whose 
journeys were directly concerned in war 
production; and, secondly, to curtail 
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other services to conserve man-power and 
engines. and to release train paths. In 
addition to the thousands of special trains 
that had been run for the transport of the 
Services, about a thousand new trains 
daily had been introduced on the railways 
since the outbreak of war for the transport 
of workers alone. As to the restrictive 
measures taken to allocate the resources 
to the most essential needs, they were clos- 
ing branch lines and stations where traffic 
could be catered for by alternative means of 
transport, they were reducing the frequency 
of services as well as withdrawing restaurant, 
buffet, and sleeping cars in order to increase 
the carrying capacity of the remaining 
trains. 
NEED FOR FURTHER CUTS 

The public and Government Depart- 
ments had assisted splendidly in cutting 
out unessential journeys, and he was most 
grateful for their help, but they had now 
reached the stage when more drastic action 
would be needed, when the onset of winter 
brought with it the customary increases in 
operating difficulties. Train services, par- 
ticularly long distance services, would have 
to be reviewed again and carefully pruned. 
It was hoped that propaganda would 
induce the ordinary passenger to refrain 
from unnecessary journeys, and it would 
probably be necessary to secure some re- 
duction of Service travel. The introduc- 
tion of some rationing system for railway 


travel had been very exhaustively dis- 
cussed, but any such innovation would 
involve a complicated organisation ex- 
pensive in man-power ; it was improbable 
that the saving in passenger journeys 
would justify the elaborate machinery 


which would be necessary. 


THE Raitway EXECUTIVE COMMITTEE 

On the more general issue of the organ- 
isation of the railways, Lord Strabolgi had 
made a plea for the unification of the four 
railway systems. If he was suggesting 
that everything should be done to eliminate 
overlap of authority or divided control ; 
if he wished to secure singleness of direction 
and working, then he was entirely with 
Lord Strabolgi. He was convinced that 
railway centrol, as now administered, 
secured the proper centralised operation of 
the rail transport system of the country 
as a whole. No other form of adminis- 
tration would achieve a greater degree of 
unity. Railways of the four main-line 
companies and of the London Passenger 
Transport Board were operated as a single 
unit under the central direction of the 
Railway Executive Committee. The 
committee functioned through a number of 
sub-committees, each consisting of officers 
of the railway companies responsible for 
a particular aspect of railway work. These 
sub-committees, therefore, represénted the 
pooled skill of all the British railway com- 
panies. The experience of the British 
railways was thus combined to consider 
all the day-to-day problems of railway 
operation. Wherever lines of demarcation 
between the separate railway companies 
might have impeded the full response to 
the war effort they had been eliminated. 
The day-to-day distribution of all the 
wagons, ropes, and sheets used on the 
British railways had been unified under a 


single freight rolling stock control. This 
measure of rationalisation had _ greatly 
increased the carrying capacity of the 


limited stock of wagons. 

Close attention had been given to securing 
the best use of railway locomotives, regard- 
less of the company to which they belonged. 
It had, for instance, been found convenient 
for one railway to take over the local train 
working of another, thereby releasing 
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locomotives for use elsewhere. Thus the 
work of the London Midland and Scottish 
freight trains on a certain branch had been 
taken over by the Great Western Railway, 
thereby releasing two high-powered loco- 
motives and their crews for work elsewhere, 
and making it possible for a London Midland 
& Scottish locomotive shed to be closed 
Again, the Great Western Railway shunt- 
ing work at two junctions had been taken 
over by the London Midland & Scottish 
resulting in savings in Great Western 
Railway locomotives and in men. Much 
had also been done to use locomotives of 
one railway in between turns of duty to 
work the services of another railway. Thus, 
at Manchester, a London & North Eastern 
Railway locomotive was used to work a 
London Midland & Scottish passenger 
train in between turns of duty. The same 
thing had happened at Dundee between the 
London Midland & Scottish and the Lon- 
don & North Eastern Railway. He could 
multiply such examples almost endlessly, 
but he hoped he had said enough to con- 
vince the House that our railway systems 
were working as a single unit, and were 
pulling together as a team. It was sug- 
gested that they should now proceed to 
secure unification of ownership. He was 
certain that to attempt a change of such 
a nature at this time would cause con- 
fusion and delay ; the mere mechanics of 
the change would preoccupy the time and 
energies of men they needed on immediate 
tasks. Far from furthering the war effort, 
it would unquestionably hamper it. The 
Government had every reason to be satisfied 
with the proceeds of the railways’ results, 
having regard to the amount it had under- 
taken to pay the railway companies for 
rental. 


PART PLAYED BY CANALS 
Canals were also playing their part in 
moving the vastly. increased traffic of the 
country. The late Mr. Frank Pick, in his 
report on canals, recommended the reconsti- 
tuting and strengthening of the Regional 
Canal Committees. That had been done 


These committees were the channel of 
communication between his department and 
the industry. In accordance with Mr 


Pick’s recommendation, there had also been 
set up a Central Canal Committee under the 
chairmanship of the Parliamentary Secre- 
tary to the Ministry of War Transport. It 
met regularly to consider questions of 
policy and special difficulties beyond the 
compass of a regional committee. Financial 
assistance had been given by the Govern- 
ment to canal carriers to enable them to 
meet increased expenses without unduly 
increasing their charges, for the provision 
of cranes and engines, and for the con- 
struction of warehouses, transit sheds and 
other installations which would relieve 
pressure on port working and thus assist 
in the quick turning round of ocean-going 
ships. Mr. Pick was concerned to protect 
labour employed. The Essential Works 
Order had been applied to the canals and 
had had the effect of stopping the drain of 
labour to other industries. In conjunction 
with the Ministry of Labour, his Depart- 
ment were continually seeking means of 
providing the labour needed, but in present 
conditions that was very difficult, and he 
could not say that it had yet been solved. 

In the course of his speech, Lord 
Leathers also dealt with the steps which 
had been taken to secure efficiency at 
ports both at home and overseas, in order 
that there should be a minimum delay 
in the turning round of ships. He 
pointed out that the docks in this 
country were the nodal point in our trans- 
port system, and declared that the most 
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fundamental development had been the 
schemes for decasualising dock labour. 
He also spoke of the recent decision to 
convert 10,000 road vehicles to run on 
producer gas and the use of this form of 
propulsion on the roads. He added that 
road transport was an invaluable second 
line should the railways be affected by 
enemy action, and explained the organis- 
ation under which the road industry now 
operated and the steps that had been 
taken by his Department to obtain the 
maximum efficiency in this form of 
transport. He declared that all the 
schemes were showing economies in man- 
power, fuel, and vehicles, and he went on 


to show the arrangement made by his 
Department for the repair of worn 
vehicles and the manufacture of new 


vehicles and spare parts where that was 
essential to the war effort. He concluded 
by giving a brief survey of the work 
which was being performed by coastwise 
shipping and the organisation under which 
that arm of the nation’s transport was 
controlled. 

Lord Strabolgi said he was very glad 
that the Minister would resist the rationing 
of railway travel. There was too much 
rationing. He thanked Lord Leathers for 
his very full statement. 


London Passenger Transport Bill 

[The London Passenger Transport Board 
Bill, the object of which is to confer further 
powers upon the London Passenger Trans- 
port Board with respect to the creation and 
issue of stock, and for other purposes, was 
presented to the House of Commons on 
May 7 and formally read a First time. 


Indian Railway Bill 

[The Bombay, Baroda & Central India 
Railway Bill was read a Second time in 
the House of Lords on May 5. 








Questions in Parliament 


summarised Answers to 
Parliament affecting trans- 
Minister concerned and the 
Answer are given in 


Below are 
Questions in 
port. The 
late oy the 
parentheses. 
Tyres for Road Operators 

Old tyres have to be submitted for in- 
spection on the vehicle before fresh ones 
are issued to road transport operators, and 
the attention of users will be called to any 
evidence of bad usage or mechanical defects 
causing undue tyre wear. Publicity is being 
given to methods of securing economy. (Sir 
Andrew ‘ Duncan, Minister of Supply, 
May 6.) 

Damaged Army Motor Cars 

Current types of Army motor cars are not 
sold; if beyond repair they are broken 
down and the parts are used again in Army 
service. Impressed vehicles or those of 
obsolete type badly damaged in. accidents 
are handed oyer to the Ministry of Supply 
for disposal. Most of them are repaired 
and used for essential purposes for whieh 
serviceable tyres are required. The Minis- 
ter of Supply will consider whether any 
further arrangements are necessary to 

ensure that the tyres on the remainder are 
properly utilised. (Mr. C. U. Peat, Joint 
Parliamentary Secretary, Ministry of Sup- 
ply, May 12.) 
Petroleum Board Prices 

On May 5 I explained the arrangements 
for determining the prices of the products 
sold by the Petroleum Board. Among the 
factors which are taken into account in that 
determination are allowances for profit 
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which are calculated under a series of 
formule. These allowances have been on 
a provisional basis until sufficient experience 
was available to form a basis for a per- 
manent arrangement. Discussions are in 
progress with the Petroleum Board for 
fixing that permanent basis.. (Mr. Geoffrey 
Lloyd, Secretary for Petroleum, May 12.) 
First Class Railway Compartments 

The first class coaches normally used on 
the services from the North to London 
provide seating accommodation for six 
persons in each compartment. Occasionally 
coaches seating four persons only have to be 
used, but they are taken out of service as 
quickly as possible. It is doubtful, there- 
fore, whether it would be justifiable to use 
the labour and material required. for their 
conversion. I will, however, give further 
consideration to the proposal made by Mr. 
J. J. Tinker (Leigh—Lab.) to remove the 
centre arm so that another two passengers 
can be accommodated. (Mr. J. P. Noel- 
Baker, May 13.) 








Staff and Labour Matters 


Railway Dock Staff 
After negotiations between the railway 
companies and the National Union of 
Railwaymen, the composite war wages of 
railway dock staff have been increased as 
from March 9, and the new composite rates 
of pay are :— ° 
Dock Porter, Carter, Crossing Keeper, and 
Watchman ... ie ia id os Fae 
Capstanman, Loader, Numbertaker, Rope- 
man, Senior Porter, Sheeter, Shunt Horse 
Driver, and Toll Collector ... - —-. 
Crane Driver, Dockgateman, Checker, Stores- 
man, Timekeeper, and Weighbridgeman ... 78s. 
Senior Capstanman, Senior Checker, Senior 
Storekeeper, Senior Weighbridgeman, 
Timber Checker, and Berthingman . 79s. 6d. 
Drivers, Motormen, and Firemen 
Agreement has been reached between the 
railway companies and the A.S.L.E. & F. 
on a claim that the rates of pay of drivers, 
motormen and firemen should be increased 
by Ils.a day. The agreement provides that 
the composite war wage of drivers, motor- 
men and firemen is to be increased by 4s. a 
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week, the increase to absorb the adjust- 
ment which was made following R.S.N.T. 
Decision No. 8. The new composite rates 


are °-— 

Drivers and Motormen 
Ist to 4th years ie A ona — oe 
5th year was ss ae aie - Ts 
6th year nike a ae --» 105s. 

Firemen - 
Ist and 2nd years... 7 aie in, aaa 
3rd and 4th years... sos ids ae 
Sth to 10th years... ite é. cat 
lith year ZS hen ees és — 


Railway Shopmen 

The National Union of Railwaymen has 
been readmitted to the scheme of machinery 
of negotiation for Railway Workshop Staff 
and the first meeting of the National 
Railway Shopmen’s Council as _ reconsti- 
tuted was held on April 16, when the 
council had before it the following claims 
for increases in wages for railway workshop 
staff :— 

(1) Application for an increase of 10s. a 
week for all classes of plain time- 
workers. 

(2) Application for an increase of 10s. a 
week in the rates of pay of time- 
workers, with an equivalent increase 
to pieceworkers. 

(3) Application for a minimum of £3 a 
week, exclusive of war bonus. 

The third claim was submitted by the 
N.U.R. before its re-admission to the shop- 
men’s machinery and the other two claims 
were made by the employees’ side of the 
council while the N.U.R. were outside the 
machinery. An offer was made by the 
railway companies in settlement of the 
three claims, which was not acceptable to 
the trade unions, and the meeting was 
adjourned until May 6. The claims were 
again discussed on May 6, but no agreement 
was reached. 


Seafarers’ War Risk Money 
The National Maritime Board has agreed 
that the seafarers’ war risk money shall be 
increased to the following amounts as from 
May 1, 1942 :— 
Navigating and Engineer Officers 
Ratings (other than boys) 
Boys . a Bice 


£10 a month. 
£10 


£5 a 





Mr. Robert Holland-Martin, Chairman, Southern Railway Company, and Mr. 

E. J. Missenden, General Manager, with a number of the staff of the Southern 

Railway who have gained either the 50-years’ long-service medal, or medals awarded 
for the continuous passing of first-aid examinations 
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Notes and News 


Engineering Industries Association. 

The London address of the association is 
now Salisbury Square House, Fleet Street, 
E.C.4. 


The Superheater Co. Ltd.—This com- 
pany has removed its London -office, for 
the time being, from Bush House to 2, 
Norfolk Street, Strand, W.C.2. 


Swiss Federal Railways.—The Swiss 
Federal Railways report that all previous 
operational and income figures were ex- 
ceeded in the business year 1941, says the 
German news agency from Zurich quoted 
by Reuters. 


Commemoration Service to Lord 
Stamp.—On May 20 Queenswood Girls’ 
School held a commemoration service 
recalling the death of Lord Stamp, who for 
many years was Chairman of the Governors 
of the school. 


San Paulo Brazilian Railway Rates. 

The directors announce that a cable has 
been received to the effect that a new 
schedule of increased rates has’ been 
approved, which it is expected will be put 
into force from the beginning of June. 


French Railway Charges.—tThe French 
Railway Company, according to Paris press 
reports quoted by the German news agency, 
proposes to raise its rates for passenger and 
goods traffic. The new rates will come into 
force in July and will amount to 20 per 
cent. for passengers and 10 per cent. for 


goods. 


Wm. Beardmore & Co. Ltd.—This 
company is proposing to make an addition 
to its articles of association to provide that 
if any member of its staff, who is entitled to 
participate in its staff pension and assurance 
scheme, is elected to the board and in addi- 
tion holds a salaried position with the 
company, the directors may continue to 
treat him as a member of such staff scheme, 
and to continue contributions accordingly. 
The scheme is to be retrospective. 


Blekinge (Swedish) Railway National- 
isation.—The Blekinge Kustbanor (Ble- 
kinge Coastal Railway), a company owning 
a railway and bus system in Southern 
Sweden, which*is handing over its under- 
taking to the Swedish State Railways on 
July 1 (as briefly recorded at page 558 of 
our May 8 issue), is to receive Kronor 
1,653,250 for its properties. Its bus ser- 
vices, which are included in the sale, are 
operated between Solvesborg and Horviken, 
and between Ronneby and Ronnebyredd. 


Great Southern Railways (Eire).— 
For the 18th week of 1942 the Great 
Southern Railways (Eire) report passenger 
receipts of £31,010 (against £36,986), and 
goods receipts of £58,077 (against £55,265), 
making a total of £89,087, against £92,251 
for the corresponding period of the previous 
year. The aggregate receipts to date are 
passenger {£581,865 (against £637,456), 
goods £1,097,108 (against (916,747), making 
a total of £1,678,973 (against £1,554,203). 


Economy in High-Speed Steel.— With 
the object of saving valuable high speed 
steel, a leaflet has been issued by the 
Machine Tool Control in the interests of all 
machine tool and small tool users. It deals 
with the application of flash-butt welding 
in the manufacture of certain types of 
cutting tools, and suggests that those firms 
who have not already adopted this process 
might find considerable assistance from a 
sutvey of the methods employed to carry 
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out this work. The text matter of the 


leaflet is well laid out, and there are 
numerous illustrations. These, in combina- 
tion, cover welding, normalising and 


annealing processes which can be applied in 
many different. directions, thereby increas- 
ing efficiency and realising substantial 
economies. The leaflet will be found very 
useful in explaining how these advantages 
can be obtained. 


Compagnie du Chemin de Fer du 
Midi.—The company states, in its report 
for 1941, that it was able to pay a dividend 
of 11 per cent. on its share capital of 
fr. 125,000,000. A similar dividend was 
paid for 1940. 


L.N.E.R. Suburban Timetables.—<As 
an experiment, the format of the London 
suburban timetables has been altered in 
such a way that the through trains from the 
London terminals over each route are 
shown in bold type, and connecting trains 
in light type. Italics are still used to indi- 
cate trains which do not run on every 
weekday. 


Austrian Locomotive Building Indus- 
try.—Some figures have-been made avail- 


able which show the recently increased 
turnover of Wiener Lokomotivfabrik of 
Austria. This had increased to RM. 


40,700,000 in 1940 from RM. 7,700,000 in 
1938. ¢The company, majority participa- 
tion in which is owned by the Cassel loco- 
motive works of Henschel & Sohn, reported 
increased activity during 1941, when further 
considerable extensions to the existing 
works were carried out. These have been 
made necessary by the expanding produc- 
tion programme, in order to finance which 
the company floated a debenture loan of 
RM. 4,000,000 in 1940, and a similar loan 
is to be issued shortly. 


Newfoundland Railway.— The Gov- 
ernment-owned Newfoundland Railway 
recently had seven locomotives on order, 
five building in the United States and now 
understood to have been delivered, and two 
being built in Canada. The Newfoundland 
Railway is to use a loan of $2,100,000 for 
100 30-ton flat cars (50 of which are already 
under construction), 3 mail cars, 3 baggage 
cars, 4 express cars, 8 day coaches, 2 dining 
cars, 5 sleeping cars, and an additional 
25 box cars, together with permanent way 
equipment, such as diesel-powered shovels 
and ballast dump cars. In addition, a new 
locomotive depot will be provided at St. 
John’s. At present the 748 miles of 
3 ft. 6 in. gauge railway are operated by 
35 locomotives, 100 passenger cars, and 807 
freight cars. 


Swedish Rolling Stock Builders.— 
Svenska Jdrnvdgsvekstader, of Linkoping, 
is stated to have a heavy volume of orders 
for all its departments. This company’s 
activities comprise mainly the production 
of railway rolling stock and of military air- 
craft, but include boiler making and the 
building of bodies for road coaches. It 
returned a profit for 1941 of Kr. 3,350,000, 
before depreciation and taxation; this 
compares with a profit for 1940 of Kr. 
2,740,000. Net profit increased from 
Kr.1,260,000 in 1940 to Kr.1,640,000 in 1941. 
A dividend was paid of Kr. 6-50 a share, or 
13 per cent. on the increased share capital 
of Kr. 8,170,000. The same dividend was 
paid in 1940 on the then share capital of 
Kr. 6,130,000. Taxation absorbed Kr. 
1,400,000, Kr. 200,000 more than in the 
previous year, and Kr. 204,100 was allo- 
cated to reserves (against nil). Depreciation 
at Kr. 310,469 compares with the figure 
for the year before of Kr. 273,460. In 
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spite of the higher profit, and including the 
profit balance carried forward, Kr. 1,760,000 
remained at the company’s disposal, as 
opposed to Kr, 2,340,000 at the close of 
the previous year. 


Derailed L.N.E.R. Train Turns Over, 
—An L.N.E.R. train from Bradford to 
Leeds became derailed on May ‘16 and ran 
over a 30 ft. embankment; the engine and 
tender turned on their sides and some of the 
carriages rested upside down. There were 
only 4 passengers, who escaped serious 
injury, but the driver and fireman had to be 
detained in hospital. 


Pulping the Past.—London Transport 
records dating back to 1866 are being 
pulped to help the war effort. Already over 
200 tons of ledgers, old files, records, and 
office waste paper have been cleared out 
of the vaults at 55, Broadway, and it is 
expected that the final figure will be about 
300 tons. Most of the records relate to the 
days when the various undertakings, now 
the London Passenger Transport Board, had 
separate identities. 


G.W.R. Extension of Time Applica- 
tion.—The Great Western Railway Com- 
pany is applying to the Minister of War 
Transport for an Order under the Special 
Enactments (Extension of Time) Act, 
1940, extending by three years the time 
now limited by Section 40 of the Great 
Western Railway Act, 1937, for the com- 
pletion of Railway No. 1 (Denham and 
Ruislip), Railway No, 2 (Dawlish and 
Exminster), and Railway No. 3 (Pyle) 
authorised by Section 5 of the Act of 1937. 


Requisitioned Motor Vehicle.—The 
Court of Appeal on May 15 dismissed an 
appeal by Mr. Robert Lane from a decision 
of Mr. Justice Farwell that where a motor 
vehicle was in the possession of the Minister 
of War Transport under a hiring contract 
and notice was given to requisition the 
vehicle under Regulation 53 of the Defence 
Regulations, 1939, such notice put an end 
to the hiring contract. Mr. Lane, the owner 
of the vehicle, had contended that the 
Minister had no legal right to requisition 
the vehicle while the hiring contract was in 
existence. 


Articulated Buses in Public Ser- 
vice.—In connection with our illustrated 
description of the first articulated buses 
to be used on the streets for passenger 
carrying in this country, which were 
placed in service on May 2 by the Mans- 
field District Traction Company, we are 
advised by the Ministry of War Transport 
that the overall length of 33 ft. 6 in. will 


be reduced to 33 ft., and the overall 
width of 7 ft. 7 in. will be reduced to 
7 ft. 6 in., in later models. The new 


width will thus be brought down to the 
standard maximum for public service 
vehicles under the peacetime regulations. 


Suppression of Buenos Aires Night 
Trams.—tThe Control Board of the City of 
Buenos Aires Transport Corporation has 
approved a proposal put forward by the 
Municipality for the abolition of night 
tramway services and their replacement by 
buses. The proposal is part of a campaign 
organised by the Municipality for the 
elimination of unnecessary street noises at 


night. It is pointed out that the night 
tram services result in a_ considerable 


working loss. Out of 400,000,000 passen- 
gers carried during the year by the trams, 
fewer than 5 per cent. travel between the 
hours of 10 p.m. and 5 a.m. To provide 
this service some 200 trams are run nightly 
over 18 different routes at lengthy inter- 
vals, the majority without any passengers. 
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Railway and Other Reports 


Bengal-Nagpur Railway Co. Ltd.— 
The board has declared an interim half- 
yearly dividend from surplus profits in 
respect Of the year ended March 31, 1942, 
at the rate of 5s. per £100 of ordinary stock, 
pa yable on July 1, making with the guaran- 
ed interest of 1} per cent., a distribution 


ie 2 per cent. on the ordinary stock, less 
income tax. 

Lima Locomotive Works. Profit 
from operations in 1941 amounted to 


$2,695,284, against 
After adding other income, providing 
$1,350,000 for federal income taxes, and 
$110,000 for war contingencies reserve, 
there was a net profit of $1,270,145. Orders 
for 133 locomotives were received during 
1941 which, together with 32 carried over 
from the previous year, made a total of 
165. Fifty locomotives were completed 
in 1941. Activities in connection with 
the national defence organisation con- 
tinued on an expanding scale. United 
States Government purchases of 78 loco- 
motives are included in the programme 
for early completion. 


$101,658 in 1940. 


Baldwin Locomotive Works. — An 
operating profit of $15,497,209 was shown 


in 1941, compared with $7,855,870 in 
1940, by the Baldwin Locomotive Works 
and subsidiaries, including the Midvale 


Company. Consolidated net profit to 
Baldwins was $3,975,499, against $1,944,075 
in 1940. During the early part of the 
year the company had relatively few steam 
locomotives to construct, but was called 
upon to undertake a variety of new work 


for the army and navy. During 1941 
orders were received for 188 steam loco- 
motives and 67 were delivered. In the 


diesel-electric field orders were received for 
112 locomotives and 71 were delivered. 
Plans for the improvement and expansion 
of the company’s diesel locomotive pro- 
gramme are going forward as rapidly as 
circumstances permit. 


Tecalemit Limited.—Interim dividend 
is 6 per cent. 

Broom & Wade Limited.—lInterim 
dividend 7} per cent. (same). 


Laycock Holdings Limited.—Interim 
dividend 3} per cent. (2}d. on each 5s. 
unit), the same as a year ago. 


Richard Thomas & Co. Ltd.—The 
directors announce that the fixed dividends 
of 64 per cent. per annum (less tax) on the 
preference shares in respect of the half- 
year ended March 31, 1942, will be paid 
on June 1. Distributions on these shares 
will become cumulative after March 31, 
1943. The last payment on the ordinary 
was an interim of 5 per cent. for the year 
to March, 1938. 


John I. Thornycroft & Co. Ltd.—The 
directors have decided to pay the following 
interim dividends, on account of the 
financial year ending July 31, 1942, less 
tax at the rate of 10s. in the £ :—3 per cent. 
on the cumulative preference shares ; 3} per 
cent. on the participating preferred ordinary 
shares; and 5 per cent. on the ordinary 
shares. Dividend — will be. posted 
on Thursday, May 28 


Colvilles Limited.—Ascertained profits 
for the year 1941, after providing for taxa- 
tion and war damage insurance were 
£523,759, in addition to £79,437 net divi- 
dends received and receivable from sub- 
sidiaries, making a total profit of £603,196. 
Depreciation and obsolescence of fixed 
assets absorb £350,000. A final ordinary 
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dividend of 5 per cent. again makes 8 per 
cent. for the year, leaving £157,710 to be 
carried forward, against £119,858 brought 
in. In the previous year the total profit 
was {£1,228,686, of which £96,416 came in 
net dividends from subsidiaries, but the 
total profit was reduced to the- extent of 
£800,000 by that amount of provision for 
income tax. 


A. A. Jones & Shipman Limited. 
The profit for 1941 after taxation and 
depreciation amounted to £8,784 (£15,794). 
Net profit, after deducting war damage 
insurance, directors’ fees, and interest on 
54 per cent. notes, was £6,521 (£11,916). 
‘Preference dividend, less tax, for the year 
takes £1,894, note redemption £1,747, and 
the 10 per cent. ordinary dividend £1,329, 
leaving £41,314 (£39,764) to be carried 
forward. 
preference dividends were paid. 


Wm. Beardmore & Co. Ltd.—The 
accounts show a trading profit for 1941, 
after charging depreciation and making 
provision for taxation, of £201,507 
(£360,499). Other income amounted to 
£10,164 (£14,595). Interest charges and 
directors’ fees take £28,776, leaving a 
balance of £182,895, to which must be added 
£215,145 brought in. War contingencies 
reserve receives £100,000 (£200,000), pre- 
ference dividends take / £26,125, and the final 
dividend of 7 per cent. again makes 10 per 
cent., less tax, for the year, leaving £224,415 
to be carried forward. 


Stewarts and Lloyds Limited.—Total 
profit for the year 1941, including a balance 
of £85,754 reserved against expenditure on 
A.R.P, and now brought into profit and 
loss account, amounted to /1,838,724. 
After providing for directors’ fees, deben- 
ture interest, contributions to staff funds, 
and £581,279 (£571,734) for depreciation, 


the net profit was 1,004,696, against 
£1,008,361. Appropriations show reserve 


for special depreciation £100,000 (nil), and 
reserve for ‘special contingencies £250,000 
(£350,000). As already announced, a divi- 
dend of 124 per cent. (same) is to be paid 
on the deferred stock for the year. The 
amount to be carried forward is £192,875 
(£182,689). 


William Asquith Limited. 
and accounts for the period August 16, 
1940, to August 14, 1941, show a profit, 
after charging all expenses of management 
and depreciation, of £115,019. Adding 
£29,279 brought forward gives a total of 
£144,298. Deducting £104,000 for taxation 
and £6,994 for preference dividends, less 
tax, leaves an available balance of £33,304. 
The directors recommend payment of in- 
terest at the rate of 5 per cent. per annum, 
less tax, on the non-cumulative redeemable 
funding certificates, and a dividend at 5 
per cent. per annum on the ordinary shares 
for the year, less tax, leaving £30,206 to be 
carried forward. They consider the trading 
results of the year satisfactory. 


-The report 








Contracts and Tenders 


The Peruvian Corporation has placed the 
following orders :— 

Ruston & Hornsby Limited: a diesel oil 
engine for the Southern Railway of Peru. 

Beyer, Peacock & Co, Ltd. : locomotive spare 
parts for the Central Railway of Peru. 

Deliveries of railway locomotives by U.S. 
manufacturers during February were 100 
compared with 89 for January, 1942, and 
44 for February, 1941, according to a 


In the previous year 34 years’ 
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Department of Commerce report. Unfilled 
orders for all types of railway locomotives 
with manufacturers at the end of February 
amounted to 1,278 compared with 1,199 at 
the end of January. Unfilled orders for 
diesel-electric locomotives were 637 at the 
end of February compared with 584 at the 
end of the previous month. February ship- 
ments consisted of 28 steam locomotives, 
3 straight electric, 66 diesel-electric, and 
3 others. Unfilled orders at the end of 
February were for 551 steam, 53 straight 
electric, 637 diesel-electric and 37 others. 








British and Irish Railway 
Stocks and Shares 
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Railway Stock Market 


Security values have been responsive 
to the more general feeling of confidence 
induced by the latest war developments 
reported at the time of writing, and in 
most sections small gains were recorded. 
Home railway stocks failed to attract in- 
creased attention and, where changed, 
movements have been fractional. On the 
other hand, South American railway 
issues continued more prominent, and in 
various directions further gains have been 
shown on balance, although the tendency 
to be transferred 


is for main attention 
from Argentine securities to those of the 
Brazilian companies. In many instances, 


however, gaihs in South American rail- 
way stocks have been out of proportion 
to the demand experienced. They are 
firmly held because of general willingness 
to be prepared to take a long view, with 
the result that the market is none too well 
supplied with stock, and consequently 
quotations are inclined to show strong 
response to very moderate demand. A 
market factor which will probably tend to 
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on home railway securities. On the other 
hand, the permission to convert to a lower 
rate optionally redeemable _ securities 
carrying more than 4 per cent., will tend 
to reduce still further over a period the 
average yield obtainable on good class 
investment stocks. This is another reason 
for the view that yield considerations will 
tend to become an increasingly important 
market factor, and that as time proceeds, 
the good yields on all classes of home 
railway stocks may attract considerably 
more attention. At the present time, 
however, markets have remained inactive, 
and home railway securities show little 
indication of moving against the general 
market trend. 

Compared with a week ago, Great 
Western ordinary stock has moved back 
from 433 to 43, and the 5 per cent. 
preference was slightly lower at 113. 
Great Western guaranteed stock was 129}, 


and the 4 per cent. debentures 112. 
L.M.S.R. ordinary was 19}, compared 
with 193 a week ago, but on the other 
hand, the 1923 preference was unchanged 
at 54, as was the senior preference at 
724. Nevertheless, L.M.S.R. guaranteed 





May 22, 1942 


was 21} at the time of writing. On the 
other hand, L.N.E.R. first guaranteed 
has moved back a point to 95 at the time 
of writing. The second guaranteed at 
864 also showed a similar decline on 
balance; the 3 per cent. debentures were 
81. Among Southern issues, the pre- 
ferred was firm, and has been maintained 


at 65, although the deferred moved back 
to 154, which compares with 153 a week 
ago. Southern 5 per cent. preference was 
110, the guaranteed 129}, and the 4 per 
cent. debentures 1093. In other direc- 
tions, London Transport ‘‘ C’’ remained 
at 403, but the 5 per cent. “‘A’”’ and 
‘*B’’ stocks eased to 129} and 116} 


respectively. 
In other sections of the 
Paulo was good with a rise 


market, San 
to 48, aided 


by the new schedule of higher rates 
announced by the company. Leopoldina 
debentures were better at 42, and other 
Brazilian stocks tended to improve. Else- 


where, Argentine railway issues were in- 
clined to ease after the rise which resulted 
from the appointment of a Governmental 
committee to study the position of the 
railways. B.A. Gt. Southern 4 per cent. 











have important influences as time pro- moved back to 1013, and the 4 per cent. debentures, however, were 57, compared 
ceeds is the decision to remove com- debentures were 1063. There appeared with 55} a week ago, and further gains 
pletely the ban on the conversion of to be a relatively steady tendency in were shown on balance by numerous other 
optionally redeemable securities bearing L.N.E.R. preferences, in common with debenture, preference, and _ ordinary 
interest at a rate higher than 4 per cent. the other higher-yielding railway prefer- stocks. Elsewhere, Canadian Pacific were 
Most of the home railway prior charges’ ence stocks. L.N.E.R. first preference at again lower on balance. There were few 
are, of course, irredeemable, and this 534 was, in fact, unchanged on balance, dealings among Indian railway stocks, 
decision will have little direct influence as was the second preference; the latter which remained firmly held. 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
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=| Cent. Uruguay of M. Video.. 972 2.5.42 31,211 4 3,288 | 44 1,105,675 1,004,746 + 100,929, Ord. Stk. | 94 ! 6} Nil 
E Costa Rica . 262 = Mar., 1942 20,547 — 4,519 38 201,023 177,738 -++ 23,285 Stk. 154 14 13 Nil 
E| Dorada ah pes Mamas, Se 70 Apr., 1942 14,180 + 1,680 | 17- 47,66 49,200 — 1,536 1Mt.Db. 97 | 97 | 91 64 
~ | Entre Rios ws 808 9.5.42 ps. 304,600 +ps.114,500 45 os. 11,588,500 ps.9,508, 100 + ps.2,080,400 Ord. Stk. 64 + 5+ Nil 
£/ Great Western of Brazil 1,030 9.5.42 8,500 + 700 19 197,2 4,100 + 3,100 Ord. Sh. | II/-| t/- 4 Nil 
= \ International of Cl. Amer. 794 Mar.,1942 $180,385 + $71,407 12 $513,825 $293" 176 + $220,649 _ _ —_ — 
5 Interoceanic of Mexico — — —_ _ — oni —_ Ist Pref. i 6d. $ Nil 
ws | ba Guaira & Caracas... as 223 Apr.,1942 6,308 + 393 | 17 26,170 24,910 + 1,260 _ an = _ — 
a Leopoldina ai oe] §,918 9.5.42 26,903 + 6,028 19 553,764 442,095 + 111,669, Ord. Stk. 4 4 4 Nil 
3 Mexican ‘S 483 7.5.42 ps. 305,200 ps. 31,100 19 ps. ag yr ps. 5,696,600 + ps. 60/,500 _- é 4 3 «Nil 
3 | Midland of Uruguay 319 = Mar.,1942 15,425 + 2,128 3 - 616 107,985 + 14,631 —_— ae = = 
” | Nitrate om 386 30.5.42 5,381 + 2,172 | 17 7 ,086 34,186 + 12,900 Ord Sh. 66% It 3% 
Paraguay Central 274 9.5.42 $4,452,000 + $692,000 45 $160, v7 000 | $146,231,000 + $13,946,000 Pr.Li.Sek., 43/- 29 423 4 
Peruvian Corporation 1,059 ‘Apr., 1942 80,727 + 12,247 | 43 752, 443 646,466 + 105,977, Pref. 6+ 9 Nil 
Salvador ‘ an 100 Mar, 1942 c 126,000 + ¢16,000 37 ¢ 782,172 c 617,683 + c 164,4 —_ — ae — = 
San Paulo 1534 10.5.42 37,249 — 4,326 19 654,449 672,419 — 17,970 Ord. Stk. 52 244 47 4y 
Taltal ... 160 Mar.,1942 900 + 1,270 | 39 39,015 25,140 + 13,875 Ord. Sh. i 6/- If Nil 
United of Havana oe-| 1,346 9.5.42 59,998 + 27,706 45 1,405,697 1,088,095 + 317,602) Ord. Stk. 24 é 3 Nil 
Uruguay Northern ... Wi 73 Mar.,1942 1,176 + 22/3 11,132 10,308 + 824 _- - - ~~ = 
ce 
3 (oi National 23,562 7.5.42 1,309,600 + 158,800 | 19 22,897,400 19,020,200 + 3,877,200 —_ ose = = past 
6 Canadian Pacific 17,139 7.5.42 6,000 + 154,600 19 16,629,200 13,234,800 + 3,394,400 Ord. Stk. [3% 7é 10 Nil 
Barsi Light , 202 = Jan., 1942 11,805 — 3,525 45 137,482 135,210 + 2,272 _— _ = — = 
+ ( Bengal & North Westerr 2,090 Apr., 1942 273,450 — 7,592 | 4 273,450 281,042 — 7,592 Ord. Stk. 345 253 3494 54 
= | Bengal-Nagpur . 3,267 | 20.2.42 150 + 8,254 48 8,793,958 8,008,824 + 785,13 .” 101 | 95%] 95 | 4% 
= | Madras & Southern Mahratta 2.939 —-10.2.42 203,625 + 19,725 47 6,223,640 5,266,920 + 956,720 es 1057, 101g 97 74 
Rohilkund & Kumaon . 571 | Apr.,1942 60,600 — 8,602 4 60,600 69,202 — 8,602 5 342 | 290 | 345 4 
‘South Indian - ove 2,402 | 202.42 152,476 + 17,818 5! 5,167,950 4,463,524 + 704,436 ve 100 87: | 92 33 
Beira 204 Feb.,1942 80,141 _— 21 368,472 ~ _ — _ —_ — 
Egyptian Delta ‘ 607 28. 3.42 8,235 + 2,841 49 315,364 224,034 + 91,330 Prf. Sh It 29/-| 24) Nil 
«| Manlia | = — _ — zie cs ie B.Deb. 68 45 30 It 
3| Midland of W. Australia 277 Dec 1941 18,945 + 6,706 21 122,537 91,124 + 31,413 Inc. Deb. | 904 , 854 904, 5 
= Nigerian eee oe] 1,900 38. 2. 42 97,375 + 29,933 47 2,894,620 2,124,026 + 770,594 _ oles a ~ 
>| Rhodesia oa mn --- 2,442 Feb., 1942 473.307 _ 21 2,373,268 _ _ —_ “_ saath peed = 
South Africa oes cos --»| 13,291 4.4.42 803,412 + 88,748 1 484,040 458,548 + 25,492 — _ sand _ - 
Victoria tee eee ---| 4,774  Jan., 1942 1,301,285 + 378,792 | 29 7,938,536 6,547,339 + 80,660 _ So) See = 





Note. 


Yields are based on the approximate current prices and are within a fraction of + 
t Receipts are calculated @ Is. 6d. to the rupee 





Argentine traffics are given in pesos 


§ ex dividend 
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